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Trolley Wheel Maintenance in Bad Weather 


is always expensive and difficult. very practical railway man Now, even in good weather with the wire in normal condi- 
knows this and takes precaution accordingly. tion, if the wheel is out of balance, the action of centrifugal 
What everyone does not appreciate in this connection, is force is constantly breaking the contact with the wire. 
that the same rapid-wearing result produced by sleet on the 
j wire is also produced in good weather on wheels which are out This causes a slight separation and produces the same result 
vee of balance. as sleet, viz.. a slight separation of the wheel and wire and 
“| It is not sleet in itself which destroys the wheel, but it is therefore a rapidly recurring arc, injurious _not only to the aS 
the action of sleet in slightly separating the wheel from the wheel but also to the overhead equipment. Unbalanced wheels Ke 
wire, thus producing rapid arcing which burns up the wheel. also cause a constant loss of current. a 
& 
MORE-JONES TROLLEY WHEELS are properly balanced ; 
and while that fact will not overcome the bad results produced are made of an alloy especially adapted to trolley wheel sery- 3 
by sleet, it will prevent the destructive arcing of wheels when ice—cast under our improved methods—and absolutely nothing pray, 
‘the wire is in normal condition. but new metal is used in making them ie 
Correct balance, while mighty important, is not the only rea- 
son why MORH-JONES WHEELS give superior service. They We are ready to prove our case whenever you ask us to do so. 


MORE-JONES BRASS & METAL COMPANY 


Manufacturers of Trolley Wheels and Harps, Contact Springs, Motor Axle Bearings, Armature Bearings, 
Truck Journal Bearings, Air Compressor Bearings, Armature Babbitt Metal and similar products. 
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Penny Wise—Pound Foolish 


This old adage is particularly applicable to 
that policy which, to save a few dollars on equip- 
ment today, sacrifices the continued efficiency of 


tomorrow. 


If there is one part of a car equipment that 
should be bought on merit alone, irrespective of | 
first cost, it is the air brake equipment. ‘Train Phe 


control is the first factor in train operation. 


Successful operation is absolutely dependent 
upon the maintained efficiency of the braking 
system. ) “|i ae 


o og 

In the manufacture of Westinghouse Air Brakes a 

7 

the object always kept in view is not initial cost, a 


but ultimate service, which means ultimate econ- 
omy. 


The building of brakes has been our 
exclusive business for a lifetime 


Westinghouse TractionBrakeCo. _ 


Pittsburgh, Pa. % 
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When ten-car trains were first in- 


ANALYSIS troduced on the New York subway 
OF SIMPLE : : i 
OPERATIONS considerable difficulty was experi- 


enced with the shoe fuses on the 
end cars of all trains. These were found to burn out, not 
apparently from extraordinarily large currents, such as 


would exist in a short circuit, but rather: from a more. 


gradual application of heat. The origin of the trouble was - 
so obscure that a careful analysis of the single item of 
current collection was made. By this means it was dis- 
covered that the trouble was due to the extremely low re- 
sistance of the bus line which connected all shoes in the 
train for the purpose of maintaining a continuous supply 
of current to all motors independent of any one shoe. The 
bus line made of heavy copper actually had less resistance 
than the third-rail paralleling it, and when such a great 
length of conductor was introduced as in the case of ten-car 
trains, together with the heavy demands for current, the 
drop in voltage in the rail between the first car and the 
last, or vice versa, depending on the relative locations of 
the train and the nearest feeder points of the third-rail, 
was sufficient to shunt a large part of the whole third-rail 
current through the bus. This naturally resulted in over- 
loading the fuses of the first contact shoe through which 
the current passed. By the introduction of resistance into 
the bus line the trouble was completely overcome, as the 
flow of current through the bus between adjoining cars was 
thus limited. At the same time there was no loss of value 
of the bus in eliminating the effect of breaks in the con- 
tinuity of the third-rail. Such conditions are of course 
unusual, but the example points to the value of careful 
analyses applied to the operation of every piece of ap- 


paratus regardless of its apparent simplicity. 


REGULATION On a railroad operating in the 
OF A UNION Far West upon which all of the em- 
BY ITSELF 


ployees had formed themselves into 
a strong and somewhat aggressive union a rather unusual 
method has existed in dealing with the discharges of un- 
satisfactory employees, often a bone of contention between 
management and men in strongly organized shops. The pro- 
cedure followed in cases of unsatisfactory work which 
merited the discharge of the employee was for the foreman 
to report the case to the shop committee of the union. 
Working on the principle that the union demanded a fair 
day’s work for a fair day’s pay, as well as the obverse, the 
shop committee would promptly eliminate the workman who 
was doing the unsatisfactory work, and as the master me- 
chanic saw to it that both the foreman and .the shop com- 
mittee were fair-minded no case of dispute was ever reé- 
ported to have arisen from such a matter. This procedure 
may seem extraordinary to railroad managers in the East. 
But as a matter of fact there is no reason why it should 
not apply everywhere. The members of a trade union have 
absolutely no object in maintaining in the employ of the 
company men who are unsatisfactory or unfit. By so doing 
they simply weaken their own position and weaken their 
union in that they have to support morally and in some 


eases financially a member who is not able to hold up his 


own. end. With this idea in mind there is naturally no 
real reason for a union’s taking issue over the discharge of 
an incompetent workman. When. the reasons for dis- 
charging an employee are stated frankly and in detail at the 
time of the occurrence it would be difficult indeed for men 
with any spark of pride in their trade or in their union 


to use it as a grievance. 


An analysis of some recent line and 
track jobs on a certain large city 
railway shows how easy it is for the 


ERRORS IN 
ESTIMATES 


actual cost to exceed the estimate, no matter how ex- 
perienced the estimating engineer may be. In every case 
it was found that the cost of material was very close to 
the original figures, but there were some astonishing varia- 
tions in the labor expenses even of so-called unit jobs. 
Thus, it would seem that nothing could be simpler than to 
set down in advance the actual cost of erecting a given 
length of trolley trough in a carhouse, but this time the 
labor cost was double what it had been for a similar job 
by the very same crew. The discrepancy was found to be 
due to the fact that the carhouse bays in question were full 
of live cars during the hours which the line crew had 
reserved for the job, so that it was impossible for the 
linemen to work steadily. This extra labor expense would 
have been avoided, of course, if the transportation depart- 
ment had notified the line department of this traffic condi- 
tion. Where outdoor line work is concerned the variations 
The line 
superintendent of the company in mind has also noted that 
the average labor cost is lowered when the spare time of 
the crews is devoted to doing one thing exclusively, say 
strengthening span wires or inspecting poles all day, rather 
than to have the crews examine and repair all odds and 
ends foot by foot. 


in weather conditions must play a large part. 


In making way department estimates the 


same liberal allowance in labor cost must be made as in the ~ 


case of the line department, although the track department 
may have a smaller proportion of necessary winter work. 
It is especially hard to estimate the time of placing a certain 
piece of special work, for the same layout may require two 


nights at one place and only one night at another place. In ' 


work of this character a crane car is far superior to hand 
labor since it makes possible both the installation of the new 
piece and the removal of the old one within a few hours, 
thus avoiding all hindrance to traffic during the day. As 
a general proposition it is necessary for estimates to be 
made by an engineer who is thoroughly conversant. with all 
of the circumstances peculiar to the location of the work 
which is to be done, such as the possibility of eliminating 
traffic interference, the opportunity to keep all of the erec- 
tion force steadily at work without necessity for having 
some of the men taken off the work unexpectedly to make 
emergency repairs at some other place, or the availability 
of labor-saving devices of all kinds. In many cases where 
the estimating engineer is not thoroughly familiar with such 
details of the construction processes the estimates of the 
labor may even better be made by the foreman who is to 
carry out the work. In fact, for all work which is not 
absolutely free from all interferences of traffic it is highly 
advisable for the engineer to consult with the heads of the 
construction gangs. 
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RELATION OF THE CONDENSER TO THE COOLING 
TOWER 


Probably the most important requirement for econom- - 
ical operation of a condenser in connection with a cooling 
tower is to have the condenser so designed, and fitted with 
an air pump of such capacity, that the difference in tem- 
perature between the entering exhaust steam and the dis- 
charge water of the condenser is reduced to an absolute 
minimum. There are, in fact, certain types of old-style 
condensers which can hardly be used at all with a cooling 
tower because their inability to keep down this temperature 
difference is so limited that the lowest temperature obtain- 
able for the exhaust steam corresponds to a miserably poor 
vacuum. 

The necessity for a small temperature difference will 
be found in the fact that the cooling tower is a device 
which is so costly as to be invariably worked up to its 
maximum capacity. It is always the weakest point in any 
installation, and from a commercial standpoint this should 
properly be the case. It is designed to absorb or transfer 
a certain fixed amount of heat from water to air, and this 
transfer depends upon the area of the “filling” or the mate- 
rial over which the circulating water flows in thin sheets, 
the difference in temperature between the water and the 
air, and the amount of air passing through the tower. The 
amount of heat transferred is, therefore, practically inde- 
pendent of the amount of water delivered to the tower. It 
may seem illogical that this should be so, but an increased 
flow of water merely means that the sheets or films which 
trickle over the exposed surfaces of the planking, screens 
or burlaps which form the filling are increased in thick- 
ness and do not offer any greater opportunity for deliver- 
ing up heat to the air with which they come in contact. 
It is, of course, true that an increased flow raises the tem- 
perature of the water leaving the tower and for that reason 
raises the mean temperature difference between the air 
and the water. This undoubtedly tends to increase some- 
what the total amount of heat transferred, but owing to 
the fact that the result is also influenced largely by the 
amount of air which can be moved through the tower the - 
final effect is almost negligible, especially in the case of 
the generally favored “natural draft” type. 

The area of exposed surface of the filling is, of course, 
fixed by the designer, as is also the amount of air passed 
through the tower, the latter being influenced, in the case 
of the “forced draft” type, by the amount of power which 
can be allowed for this service, while in the “natural draft” 
type it is mainly dependent upon the temperature and 
humidity of the outer air. The only remaining factor 
which can increase the amount of the heat transfer is 
therefore the temperature “head” between the air and the — 
water in the tower, and as the air temperature is practically 
fixed by the outside temperature the problem of making 


the tower do more work is reduced to the use of higher 


water temperatures within the tower. 
Unfortunately, this means that thie condenser must wo 


EE 
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steam is only 5 deg. or 6 deg. above the temperature of 
the circulating pump discharge, the hot water need involve 
no great loss in economy. On the other hand, if the con- 
denser is unable to keep down the temperature difference 
between exhaust steam and circulating water, and this dif- 
ference has to be added to a high temperature of circu- 
sating water, the resulting steam temperature is high and 
the vacuum is poor. 

To take a specific case, assume a natural draft tower 
working in an atmospheric temperature of go deg. As it 
is hardly possible even on days of lowest humidity to cool 
the water within 5 deg. of temperature of the outer air, 
the temperature of the water delivered by the tower to the 
inlet of the condenser will be at about 95 deg. Then, as a 
reduction in circulating water temperature of 25 deg. is a 
good average figure for the cooling effect of a well-designed 
tower, the temperature of the condenser discharge water 
delivered at the top of the tower will be about 120 deg. 

If the condenser is capable of working with water at 
a temperature of only 6 deg. lower than the temperature of 
the exhaust steam, it would be possible in this case to 
obtain a vacuum of 26 in., which has a corresponding steam 
temperature of about 126 deg. If, on the other hand, the 
condenser is capable only of pulling a vacuum which gives 
a corresponding steam temperature 20 deg. higher than 
the temperature of the condenser discharge, the steam 
temperature would have to be about 140 deg. and the 
vacuum would fall to about 24 in. Such a vacuum might 
be satisfactory with reciprocating engines, but with the 


turbine, whose efficiency and capacity fall off rapidly with 


loss of vacuum, it would be exceedingly unsatisfactory. It 
may appear, at first thought, easy to reduce temperatures 
by increasing the amount of water circulated, or, in other 
words, by speeding up the circulating pump. This may 
be done with forced draft towers if the fans will stand 
speeding up in proportion, and if the operator can prove 
to his own satisfaction that he is not using more power to 
run the fans than is gained by the improved vacuum on the 
main units. 

With natural draft towers, however, the amount of air 
which can be moved through the tower depends upon 
the temperature and humidity of the air in the chimney- 
like portion of the tower above the filling, and these in 
turn are mainly dependent upon and increase with the tem- 
perature of the hottest water in the tower. If, in order to 
overcome the defect in the condenser an attempt is made 
to reduce the temperature of the condenser discharge by 
unduly increasing the amount of water circulated, it will 


‘be found that the vacuum will actually get worse instead 


of better, because the tower will abstract less heat, if the 
temperature of the water in it is reduced and less air is 
passed through the tower to abstract heat, on account of 
the reduced draft. If the condenser is delivering more 
heat than the cooling tower is dissipating, the only thing 
that can happen is that the circulating water will increase 
in temperature. This increase in temperature will enable 
the tower to do more work or dissipate more heat, and a 
point will be finally reached where the tower dissipates all 
of the heat delivered to it by the condenser. With an un- 
duly increased amount of water, however, this point will be 


found to be at a poorer vacuum than would be given if 


di 
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the proper amount of water was circulated, because the 
water at the bottom of the tower which is delivered as 
injection water to the condenser will be very much hotter, 
although the temperature at the top of the tower may 
remain the same. The hot injection water naturally reduces 
the possibility of counter-current effect in the condenser 
and decreases the vacuum. 


A NEGLECTED FEATURE OF MODERN MACHINE 
TOOLS 


The metal upon which a machine operator works may 
often have an exceedingly high indirect value, due not so 
much to the actual pound price of the material as to the 
fact that much labor has been and has to be expended 
upon it. Notwithstanding this fact, it is generally true 
that even in repair shops where labor may be paid on a 
straight day-work basis rapid work regardless of the 
amount of metal removed is encouraged without regard 
to the indirect losses incident to it. 

An example of such a condition will be found in the 
ceperations of modern wheel lathes equipped with motors 
capable of carrying temporary overloads of 100 hp and 
over. Such machines have inherently an almost unlimited 
ability to remove metal. Hence they are regarded with 
very great favor, even though the abuse of this power 
may cause losses which would actually warrant a return 
to the older and lighter types of tools, whose limited rigid- 
ity and decreased output automatically place a penalty on 
unnecessarily deep cuts. In the case of solid steel car 
wheels, the removal of 1/16 in. more metal than necessary 
on the tread shortens the life of the wheel approximately 
20 per cent, and to the actual value of the metal at some 
$50 per ton must be added the increase in labor which »% 
involved by more frequent replacements. Against this can 
be debited only a negligible scrap value. 

An effort to counteract this tendency will be found in 
the shops of the Interborough Rapid Transit Company, 


where, as previously stated in this paper, there has been 


.developed a method of paying for labor in wheel turning 


under which a price of 1 cent per inch of finished diam- 
eter is made on all wheel lathe operations. In this way 
the machine operator receives 33 cents for turning a pair 
of wheels which he reduces to a diameter of 33 in. How- 
ever, if he can save % in. on the cut by establishing with 
care the largest diameter to which wheels need be reduced, 
he is paid for a diameter of 33% in. He would there- 
fore receive 4% cent more for the wheels than he would 
by hogging off enough metal on the first cut to make cer- 
tain that the tool would cut under all of the flat spots and 
leave plenty of steel for a full flange. 

If this saving of 4% in. should be averaged for ten pairs 
of wheels during the day, the operator would earn $3.35 
instead of $3.30, not a large premium perhaps, but still in 
the right direction. The saving to the company would 
naturally be enormous owing to the increased life of each 
wheel, and while the example cited is perhaps an exag- 
gerated one, the point of applying a premium to encourage 
minimum removal of metal rather than rapid work alone is 
one which may well be considered with care by shop 


officials generally. 
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Engineering and Operating Features of the 
Tri-City Railway, Davenport, Ia. 


A Description of an Inter-State Street Railway Serving ene Corporate Communities—Also Describes New 30-Mile> 
1200-Volt Interurban Line Between Davenport and Muscatine, Ia. 


Unusual physical and operating conditions exist on the 
property of the Tri-City Railway & Light System of Daven- 
port, Ia., now a subsidiary of the United Light & Rail- 
ways Company, Grand Rapids, Mich. Probably the mest 
novel feature will be found in the fact that a population in 
excess of 100,000 people, which is served by this railway 
company; is distributed in ten different cities and villages 
separated only by the corporation lines. Another peculiarity 
is found in the fact that this street railway company oper- 
ates in Iowa and Illinois and therefore comes under the 
jurisdiction of the Interstate Commerce Commission. 

A high-speed 1200-volt d.c. interurban line has recently 


light and power distributing system covers the territory 
thoroughly, including 67 miles of underground duct and 
1250 miles of power and light distributing lines overhead. 
A large number of the industries in the district are using 
power, and prospects for an increased business along this 
ine are very encouraging. 
HISTORICAL 

The history of the different railway companies which 
were combined to form the existing system began in 1866 
and 1867, when the first ordinances were granted in Rock 
Island and Davenport. Horse cars were operated over 
strap rail in both cities. In 1886 a third company built a 
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Tri-City Railway—Map Showing Routes of City and Interurban Divisions : , 


been completed between Davenport and Muscatine, Ia., 
which adds about 20,000 more people to those served by this 
company’s system. The surrounding territory includes rich 
farming lands in both Illinois and Iowa. Both Davenport, 
Ta., and Rock Island, Ill., are county seats of their respect- 
ive counties. The cities and villages served contain .a 
number of large manufacturing establishments, including 
large plow and wagon works and the shops of the Rock 
Island Railroad, employing all together several thousand 
men. In addition to these the United States Arsenal, em- 
ploying 3000 men, situated on an island in the Mississippi 
River, is also served by the railway. 

The business of this company is not wholly confined to 
transportation. It also supplies light and power to the com- 
munity from two water-powers and one steam reserve plant, 

(with a total generating capacity of 21,000 kw. The electric 
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line between Rock Island and Moline, and the year pre- f 
vious a section of electric railway was built in Davenport, 
which was among the first in this country. In 1888 C. B. _ 
Hola of Chicago, purchased the lines of, the four com- _ 


the compariy operated were paved in 1895. "Then cos t 
track reconstruction and paving practically threw the ce 
pany into the hands of a receiver. The owners be is 
couraged and sold the property be foeal peop! 
had financial difficulties. vate 

In 1906 J. G. White & Compan rchas 
Railway Company, the corporate 
started extensive rehabilitation of | 
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present owners, the United Light & Railway Company, took 
over the railway and the lighting and power company in 
1912. A new subsidiary was organized which put under 
one management the railway, light and power business in 
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operates under as many franchises as there are towns, and 
outside of minor details the only difference is found in 
roadway construction requirements. In Davenport the 
company is permitted to use 7-in. T-rail in paved streets, 


WA 


Tri-City Railway—Government Bridge Connecting Davenport and Rock Island 


this community as well as the Davenport-Muscatine inter- 
urban line and the Citizens’ Railway & Light Company, of 
Muscatine, la. 
TRACK AND ROADWAY 

An inspection of the map showing the lines of the Tri- 
City Railway indicates that the system includes two sep- 
arate operating divisions connected by a single line across 
the government bridge at the end of the island containing 


but in Rock Island, Moline and under the other Illinois or- 
dinances 7-in. girder rail is required. 

During the past six years the track and roadway has un- 
dergone complete rehabilitation. Two standard types of 
construction were employed in this work. One includes T 
or girder rail on 6-in, x 8-in. x 8-ft. oak ties with 8 in. of 
crushed stone ballast for a foundation. In the other type 
two-thirds of the wooden ties are removed, leaving those 
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\ Tri-City Railway—Construction Used in Rock Island Residential District 


the United States arsenal. About 40 miles of track make up 
the Davenport division lying north of the Mississippi River, 
and 53 miles of track are included in the seven cities and 
villages served on the south side of the river. The railway 


remaining at 5-ft. centers, and an 8-in. x 18-in. concrete 
stringer is substituted under the rails. Regardless of. the 
type of construction or rail section, the paving between the 
rails of each track is lowered to the level of the flangeway 
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at the rail and has a 34-in. crown at the track center. This 
method of laying the pavement eliminates the necessity of 
special brick to form the flangeway and reduces the chances 
of derailments due to clogged flangeways. Seventy-pound 
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Tri-City Railway—Concrete Stringer Track Construction, 
Longitudinal Section 


7-in. T-rail and 80-Ib. 7-in. girder rail are the standard sec- 
tions employed in city street track work. 

Wood poles in span-wire construction in the city streets 
are being replaced by tubular-steel poles as fast as new 
poles are required. The work of replacing these poles has 
been practically completed in the business districts of Dav- 
emport and Rock Island. 

To eliminate pole construction in front of retail stores, 
the company has developed a method of attaching span 
wires to the faces of the buildings. This plan is followed 
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Tri-City Railway—Track Construction with Oak Ties on 
Ballast 


general:y where the. owner of the building requests that 
it shall be done. As the construction is novel in this 
country an illustration is published on this page. The 
hole in which the eye-bolt is inserted is drilled in the wall 
of the building with a 2-in. pipe drill at an angle of about 
96 deg. and to a depth of from fo in. to 12 in., according 
to the length of the eye-bolt. A fire-clay mold is then used, 
as shown in the diagram, and is placed so as to hold the 
eye-bolt in the center of the hole and to prevent the melted 
sulphur, which is poured into the hole, from running down 
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Tri-City Railway—Eye Bolt for Anchoring Span Wire t 

Building : 
the side of the wall. After the su!phur has cooled, the 
-mold is removed and the sulphur, which is made flush with 
the surface ofthe wall, is then painted. 
- Shows the construction as followed in a brick corner wall. 
(f 


~ 


The diagram. 
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Eye-bolts are placed in columns of brick walls in the same 
way. - 
DAVENPORT-MUSCATINE LINE 

The construction standards employed on the Davenport- 
Muscatine interurban line were modern in every sense, and 
every precaution was taken to make the material used as 
permanent as possible within certain economical limits. 
This completed 30-mile road is; as a result, an example of 
first-class interurban construction and will require but little 
in the way of renewals for a number of years. Not only 
did the material installed receive special attention, but the 


<r Lan 
3 es l 
as 
o 
eae 7 
ts ke -—8/104 SH a 
N = 4 
=k ----- : 
>| i 04 ou 
= le g/g Ks os 
S 3 
: e139 -5 | set 


4 
} 
| 


f 
7 


ees 
Bet 
a s nes ee ee ; 
: = 1 SE J 
ie tana Baa a : 
< Ni ae 
“oO Le 1’ 
pre eh ene arte eee ath rr eet 
oy = = = < 
; gH Zw Wooden . ; | 
‘ 
. 


k 
Strain | 


Insulators 


p= Os 


, 


45 Chestnut Pole 


: | 
- | : ¢ 
beg ad a ert 


lege 


pe te, 
<2 % 


Blectrie Ry.Journal 


Tri-City Railway—Overhead and Roadway Construction, 
Davenport-Muscatine Interurban Line 
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whole line was designed for the future. The high cost of 
property to complete the right-of-way did not deter the 
builders, and the maximum curvature is 3 deg. The terri > i 
tory traversed is not only a rich farming land which w 
expensive, but it is rolling, requiring heavy cuts and fills 1 
obtain the minimum grade of 1 per cent. The rig] 
was purchased for a double-track line, ave 
wide; at the same time sufficient width was 
the excavations and embankments, which, in s 
quired more than 200 ft. eS 

Roadway standards include a 16-ft. 
1 slopes after shrinkage takes pla 
roadbed ‘width with two 4-ft. ditch 
in cuts. In order to main 
terurban line it was necess 
cu. yd. of earth, — ; 


; 
‘ 
, 
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long. The deepest fill is 50 ft. and is goo ft. long. The 
track is laid with 7o-lb. A. S. C. E. rail and Continuous 
joints on 6-in. x 8-in. x 8-ft. zinc-treated ties, spaced at 2-ft. 
centers. Full 8 in. of gravel ballast, providing a 12-in. 
shoulder outside the ends of the ties, makes up the track 
foundation. Neither gravel 

nor stone is found on the 
property, but these are ob- 
tained from pits and quarries 
situated but a short distance 
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sign has been erected at each highway, and all stops are in- 
dicated by suitable stop signs attached to the poles. 
Although the country is rolling, no very expensive bridges 
were necessary. Those required were built with steel 
girders on concrete abutments. In some cases where under- 


uy 
3% Orown 


from this territory. 
Standards in the catenary 

trolley construction include 

45-ft. chestnut poles provid- 


Pitch Filler \ 


Sa 


ing 22-ft. clear headroom be- 
tween the trolley wire and 
top of rail, 7/16-in. copper- 
clad messenger and No. 000 
troliey wire supported on 9- 
ft. angle-iron mast arms. In 


. order to eliminate the usual 


swinging of the catenary trolley a special mast arm was em- 
ployed. This arm is 13 ft. long with the outer end curved 
down to furnish a point to attach an outside steady guy to 
the trolley wire. These special’ arms are installed on every 
third pole on tangent track and on all poles in curves. A No. 
oo feed wire is carried on insulators clamped to the mast 
arm near the pole. Provision has been made for the tele- 
phone and signal circuits on a 5-ft. 6-in. cross arm applied 2 
ft. 9 in. below the mast arm. Only the former has been 
strung. An 8-ft. Io-in. cross arm near the top of the pole 
and a 5-ft. 10-in. arm 2 ft. 7 in. below carry the three-phase 
transmission line and provide for a duplicate line when re- 
quired. A No. 8 copper-clad ground wire is mounted on a 
bracket at the pole top. A standard section of track and 
roadway is shown in one illustration. All cross arms were 
treated with carbolineum before application. . The butts and 


Tri-City Railway—Concrete Stringer Track Construction, Sections 
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Between Ties and 


at Ties 


crossings were required there was some question as to the 
advisability of instaliing permanent structures, as there was 
a possibility that they might be eliminated in time. At these 
points trestles of creosoted timber were constructed. One 
of the most expensive bridges was built over Pine Creek. 
During the construction period a central material yard was 
established at Blue Grass. Steam railroad cars were hauled 
over the electric line to this point and unloaded in case the 
material was not needed at the front immediately. 
POWER DISTRIBUTION 

Energy for the street railway and interurban line is sup- 
plied by a 13,000-kw steam-reserve plant in Moline, Ill., and 
two water-power plants which, when complete, will generate 
about 5000 kw under normal head. The demand on these 
three stations does not all come from the railway, but the 
larger portion of the load is that sold for light and power. 


} 
tops of the chestnut poles received two coats of this preserv- 
ative, as well as all knots and grains. 

A combination woven-wire and barbed-wire fence carried 
on non-corrosive tubular-steel posts incloses the right-of- 
way, and all highway crossings are protected by wing 


- fences and metal cattle guards. A railroad-crossing danger 


Tri-City Railway—Track-Laying Machine on Muscatine Line 


Tri-City Railway—An Interurban Tangent 


Two-phase and three-phase sixty-cycle current at 4800 volts 
is used. This is distributed to five substations situated 
two in Davenport, one in Rock Island, one in East Moline 
and one in Muscatine. Each station assumes both the rail- 
way and lighting load for a given territory, the railway load 
being carried by motor-generator sets in each, The total rail- 


: 


ELECTRIC RAILWAY JOURNAL 


wary, 1912, was 36,600 kw-hr. As soon as connection can be 
made the railway and lighting load at Muscatine, Ia., will be 
taken over by the Tri-City generating stations. The three- 


Tri-City Railway—Standard City Car 


phase transmission line carried on the trolley poles was 
built for this purpose as well as to serve the interurban 
road. The 120c-volt interurban line is fed from the Daven- 


peak for twenty-four hours during the month of Jan- 
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considerable extra rolling stock. A list of the equipment 
follows: 

Sixty-five double-truck double-end cars. 

Thirty-five double-truck P.A.Y.E. cars. 

Eighty-two single-truck cars of three types. 

Twenty-two open trail cars. 

Nineteen closed trail cars. 

Seven snow sweepers. 

‘three utility motor cars. 

Two street sprinklers of 5000-gal. and 2500-gal. capacity 
respectively. 

The standard pay-as-you-enter car is 42 ft. 8 in. over-all 
length, providing seats for forty-two passengers. These 
cars were purchased as an experiment in the pay-as-you- 
enter service. They have demonstrated their advantages in 
operation, and all cars on the trunk lines will be changed 
over to this type. Twenty-eight new cars of the pay-as-you- 
enter design were purchased during the present year, and a 
number of the old cars have been rebuilt to conform to the 
new standard. 

Six interurban passenger cars and one baggage car were 
purchased for the Davenport-Muscatine line. At the pres- 


Tri-City Railway—Standard Interurban Car 


port gas house substation where two 300-kw synchronous 
motor-generator sets have been installed for this purpose. 
This station is tied in with a second substation in Davenport 
by a 4800-volt a.c. line and with the Rock Island and Mus- 
catine substations by a 33,000-volt line, so that in case of 
failure in any one of the stations the other can take over 
the load. 
RAILWAY OPERATION AND ROLLING STOCK 

The street railway lines are operated as three separate 
systems, Davenport, Rock Island and East Moline. Each 
line will transfer passengers free, but interline transfers 
call for an extra fare. This method of operation permits 
the collection of 15 cents from a passenger who starts in the 
residence district of Davenport and desires to ride to the 
similar district in Rock Island. Three division superin- 
tendents have charge of the service under a general super- 
intendent. Regular schedules require about 400 men in the 
twenty-four-hour day. Cars are run from three division 
carhouses, one at East River Street, Davenport, containing 
Storage space for fifty-five cars, one at Fifth Avenue and 
Vhirty-fifth Street, R {sland, which will house 100 cars, 
anda sn alc irhouse in Mast Moline, which provides storage 
space for sixteen cat wach carhouse is provided with of- 
fice quarters for ; ving clerks and club rooms for the 
trainmen. A lr pair gang is on hand at all 
times in each ‘carhouse yeneral overhauling and paint- 


ing are done at the repair snops in Rock Island 
Seventy regular cars and fo- ippers are required to 


meet normal traffic. ‘The ‘eral parks which at- 


tract during the summer mont! this service requires 


ent time only one car is required for the regular service 
maintained between these two points. Just as soon as the 
rehabilitation work is completed on the street railway lines 


Tri-City Railway—Interior Interurban Car 


in Muscatine, however, this service will be increased as fast _ 


as traffic demands. These new cars are of the single-end 
type with combination baggage and smoker compartment 
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and a passenger compartment. The electrical equipment is 
designed for both 1200-volt and 600-volt d.c. operation, the 
lower voltage being required inside the corporate limits 
of Davenport and Muscatine. The general dimensions of 
the car are as follows: 


POU PEUMDMEEMDUTOLE ciiar cries santa sinc wclsivieloins cs e% 00 0 sey o's SO St. Onesn, 
Bia nemOvet: iG llc cain trys a aaiseies's a kcleia cls as opis dolce sc adarsie's 8 ft. 9 in. 
lerripeeeOnamerackmto LO. OL TOOL one, eccic ore oars sce oie au-steia © 12 ft. 6% in. 
NVI EE ees GMO VETS cee era eich anti sc sterhelce ee We vclewdive Cewameny ¢ 26,880 Ib 
Miner Steen seta never 6 sialsse Gin eioredciee. ne Four G.E. 217, 1200- volt, 50-hp 


Automatic and straight-air brakes. 
Baldwin trucks. 
Control GE K-42-A. 


PROPOSED GENERAL REPAIR SHOP 

The general repair shop of the Tri-City Railway is situ- 
ated at Thirty-fifth Street and Fifth Avenue, Rock Island. 
It is not only equipped to handle general repairs but suf- 
ficient machine tools also have been installed to manufacture 
ears. Asa part of the rehabilitation of this property a new 
general repair shop will be built in 1913. The site of the 
new building is just across the street from the old shops. 
Here sufficient real estate has been purchased to meet the 
present shop requirements, leaving the ground now occupied 
by the old shop building for future enlargements. The new 
shop building will be 225 ft. x 250 ft. over-all dimensions 
and will be of brick, concrete and steel to conform to mod- 
ern fireproof requirements. As shown on the general lay- 
out plan in the illustrations, the building is divided into 
three principal bays, one 52 ft. 7 in. wide, for the paint shop; 
one 58 ft. 7 in. wide, to be used as a carpenter shop, and a 
third bay, tog ft. 5 in. wide, to provide space for the ma- 
chine shop. A part of the third bay has been inclosed with 
brick partitions to be used as a storeroom. Small rooms 
also have been provided for the blacksmith shop, curtain and 
register repair shop, rack and door repairs, and the boiler 
room, 30 ft. x 27 ft. 8 in., which occupies one corner of the 
building. A recalcitrant property owner made it necessary 
to build around his lot at the corner of Thirty-fifth Street, 
but it is expected that at some time in the future this prop- 
erty will be acquired. - 

Eight tracks will lead into the shop paildrne from a side 
track in Fifth Avenue. The building will be set back 44 ft. 
from the property line, a location which will leave a tem- 

‘porary storage space in front, and clear of the sidewalk. 
This space will be paved so that it will be easier to clean and 
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roof covered with five-ply tar and gravel. The supporting 
frames for the monitor skylights will be made a part of the 
roof trusses and extend along the center line of each bay. 
A continuous operating device will open and close the sky- 
light sashes for ventilation, the glazing to be of wire glass. 
In addition to the monitor skylights and ventilators, small 
rolied-steel skylights have been installed at suitable loca- 
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Tri-City Railway—Pit Details 


tions to give natural illumination at points where it is most 
required. 

Probably the most interesting feature in the construction 
details will be found in the design of the repair pits. Three 
120-ft. pits will be built under the three trac's leacing into 
the machine shop, and a 72-ft. pit is provided under one 
track in the carpenter shop. Track supports are so designed 
that the rail overhangs the sides of the pits, thus providing 
space for the steam-heating coils and permitting the lamps 
for pit illumination to be installed where they will provide 
maximum light, at the same time being clear of the work- 
men. The rail support consists of a pair of 3-in. x 3-in. x 
5/16-in. angles back to back for the two inside rails in ad- 
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Front Elevation 
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also allow loaded trucks to be driven into the building. The 
construction materials will include dark cherry red-faced 
brick with gray Bedford stone trim and a wall coping laid 
on a concrete foundation. The walls over the windows and 


aa with te dre sash and frames and 
pT. Ee steel roof trusses will rest di- 


Tri-City Railway—Front Elevation and Cross-Section of Repair Shop 


joining pits, and two 4-in. x 3-in. x 5/16-in. angles for the 
outer rail when adjacent to a concrete pit wall. The ro-in. 
overhang is provided by the insertion of a 3-1n. plate web 
between the angles and by reinforcing the web horizontally 
at the top with short sections of I-beams. These supports 
are stiffened between adjoining pits by two diagonal braces, 
and those along the concrete pit walls are anchored to 
them by pairs of expansion bolts at 12-in. centers. The 


1270 
pedestals are spaced at 6-ft. intervals and anchored to their 
foundations by the 5-in. concrete pit floors. A minimum 
amount of space is occupied in the pit by the pedestals, and 
the spacing permits a reinforced concrete floor slab at the 
building floor level. 

Heat for the shop will be supplied by a gravity return 
steam-heating plant and radiation will be by cast-iron radi- 
ators along the building wall and return bend coils in the car 
pits. Pipe coils also will be installed on the lower chords of 
the roof trusses to supply a sufficient amount of radiation. 
A 50,000-gal. tank to be erected just outside of the boiler 
room will furnish water to a complete wet sprinkler system 
with which the entire shop will be protected. 

Artificial illumination will be provded by 60-watt tungs- 
ten lamps spaced at approximately 12-ft. intervals trans- 
versely and 16-ft. intervals longitudinally of the building. 
All wiring is inclosed in steel conduit and local lamp con- 
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interest because it was the camping grounds of the famous 
Indian chief of that name and his tribe. It is also of 
natural beauty, being situated on a bluff towering 170 ft. 
above the Mississippi River valley. The park is open six 
months of the year and is a very attractive point for picnic 
parties, being 4 miles from the center of Davenport. A 
number of mechanical amusement devices have been in- 
stalled, and a permanent inn and pavilion also have been 
provided where picnic parties may dance or eat their 
lunches in bad weather. 

Among the public parks served by the company’s lines 
are the ones at Campbell’s Island, opposite Watertown, 
where a large number of campers and cottagers spend the 
summer months; Suburban Island, down the river from 
Davenport, which affords a camping and picnic ground, and 
Schiitzen Park, a popular German pleasure resort. All of 
these receive special service when the traffic warrants and 
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Tri-City Railway—General Floor Plan of Repair Shop 


trol is obtained through push-button switches at conve- 
nient locations. The Fifth Avenue exterior of the shop 
will be lighted by eleven 100-watt lamps installed in suitable 
brackets. 

*¢ TRAFFIC NOTES 

rhe unusual physical conditions existing on this property 
—that is to say, the fact that the community is scattered 
the large retail stores being in Davenport and the manu- 
facturing plants in Rock Island and Moline—had much to 
do with its financial success during the past five years. 
More than 7o per cent of the total population is carried 
each day. In order to accommodate the government ar- 
senal employees and those working in the large manufac- 
turing district in Rock Island, special tripper service is 
maintained in the morning and evening. The arsenal alone 
employs 2000 men, 1500 of whom take advantage of the 
special service over the stub lime into the arsenal grounds, 

The railway company maintains a 27-acre amusement 
park at Black Hawk Watch Tower, x point of historical 
Uj 


_ charge of rehabilitating the city 


are an excellent source of revenue, without the burden 
upon the company of supplying the management and amuse- 
ment features. 
During the past five years the property has shown a 
healthy increase, even though it has been passing through 
the rehabilitation period. The gross earnings have in- 
creased 51 per cent, or over Io per cent each year, while ~ 
the net earnings have shown a total increase of 77.8 per — 
cent during the five-year period. Another evidence that 
the railway is receiving a fair return from an operating 
standpoint is that it averaged 27.5 cents per car mile during — 
IQII. je a 
The work of rehabilitating both the railway and 
property has been under the general supervision 
Porter, president, and J. G. Huntoon, vice-presid 
general superintendent. K. C. Weedin, constri 
intendent for J. G. White & C y, he 
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Accident Work Instruction of Chicago Railways 
Company 


A Detailed Description of the Trainmen’s Course in Methods of Preventing and Handling Accidents—Also Describes 


the New Annex Instruction Car 


The claim department of the Chicago Railways Com- 
pany recently inaugurated an innovation in the trainmen’s 
instruction course. An accident prevention instructor has 
been added to the regular corps of instructors for prospec- 
tive motormen and conductors, and a complete course of 
instruction has been prepared on accident work. The inno- 
vation was introduced by Sidney Ossoski, general claim 
agent of the company. 

The Chicago Railways Company now has a rule that no 
man shall be accepted as competent to run a car until he 
has passed both the oral and written examination in acci- 
dent work. He is supplied with a printed book of prelimi- 
nary instructions when he receives his rule book and is 
requested to study it diligently. As a part of the course 
of instruction photographs, stereopticon views and actual 
demonstrations of how an accident may occur are shown 
to the students. The experience of this company has shown 
that the men do not realize their duty to the public nor do 
they know the legal consequences of failure to follow the 
rules strictly. The object of this new course is to direct 
the thought of the new men along the right channel, making 
the safety of passengers a duty. The necessity of courtesy 
and politeness will also be enjoined on the men. 

The instructor, although one of the operating force, re- 
ports to the head of the claim department as to methods 
and policy. The new order of instruction became effective 
Sept. I, and the men in regular service are interested to 
the extent that the instructor has found it necessary to use 
the assembly room for his lectures instead of the instruc- 
tion car. Accident work instruction has been made com- 
pulsory on the new men, and the old men are invited to 
attend the lectures. In order to reach the old men needing 
this kind of instruction, the course contemplates making 
the instruction a method of disciplining men in cases of 
carelessness or ignorance resulting in accidents. This will 
keep the men on the payroll and at the same time better fit 
them for future service. 

In a general way the essentials covered in the lectures 
include discussions as to the legal phase of accidents and 
methods employed in making for safety, the trainmen’s 
duties as to the public and the legal relation between the 
public and the company. The trainman is reminded that 
his presence on the car means that he is competent and 
must use care in operating it. Both the motorman and 
the conductor are advised as to their responsibility, how 
to avoid accidents and how to act in cases of personal in- 
jury accidents. To give a general idea as to the complete 
preliminary course employed it is presented in part here- 
with. 

INTRODUCTION TO PRELIMINARY INSTRUCTION IN ACCIDENT 
WORK 


“In entering upon your duties as a conductor or as a 
motorman of our company it is well that your attention 
should be directed at this time to the fact that in railroad- 
ing the first and by far the most important principle to be 
considered is that of safety in the operation of your car. 

“You should recollect that in becoming a railroad man 
you are entering upon a field of work which very probably 
will prove entirely different in many respects from anything 
which you have heretofore undertaken. In the mill, the 
shop or the office, for example, it is occasionally possible 
for one to allow his wits momentarily to wander without 


‘any serious consequences immediately following, either to 


himself or to others, as a result of his temporary inatten- 
tion to duty. 

“But with respect to railroading the situation is totally 
different. Here a man is intrusted not only with his own 
safety but with that of others as well. Hence inattention 
to duty may, and oftentimes has in the past, resulted in 
producing accidents of various descriptions, some of them 
of a rather serious nature. 

“In railroading a man not only has to guard against 
errors in judgment upon his part but also upon the part of 
others as well. In seeking to prevent the actual occurrence 
of accidents whenever and wherever possible, and thus to 
insure to the patrons of our cars as great a measure of 
safety as may lie within our power, we endeavor, of course, 
to prevent every mishap possible, irrespective entirely of 
the question of who may or may not have been at fault. 

“As you progress in railroading, you will find from ex- 
perience that a very considerable proportion of the traveling 
public are strikingly indifferent to the matter of their own 
safety. They hesitate not to attempt to board or to alight 
from rapidly moving cars with but little thought of the 
possible consequences of a miscalculation upon their part. 
Others heedlessly cross directly in front of approaching 
cars without exercising the slightest caution, while drivers 
of teams oftentimes thoughtlessly place themselves in posi- 
tions of the gravest danger. 

“These facts are cited for the express purpose of placing 
you upon your guard in advance, and with a view of quali- 
fying you for prompt and intelligent action in the event of 
your being suddenly and unexpectedly confronted by an 
emergency. Whether you will take advantage of the op- 
portunity to strengthen yourself in your new position by 
noting carefully the suggestions herein given rests entirely 
in your hands. 

“Tt is well to understand at this time that excuses really 
have but little value in railroading. Results form the best 
test of a man’s ability to shoulder responsibility in the 
operation and management of the affairs of a company such 
as our own. It is not so much a question of a man’s skill 
at manufacturing excuses as it is of his ability to demon- 
strate the fact that he is built of the kind of timber that 
inspires the respect and confidence both of his fellow em- 
ployees and of the officials of his company. ~ 

“POINTERS 


“Tf in doubt, always pursue the safer course. 

“Many an otherwise good conductor or motorman of the 
past has gone wrong because of his failure to appreciate 
the value of warnings of just such a character as are being 
given to you at this time. 

“In case of a collision between your car and a vehicle, 
obtain the names and addresses of all of the occupants of 
the team, carriage or automobile, as the case may have 
been; also the license number which appears upon the 
vehicle. 

“Motormen should inform their conductors immediately 
of the occurrence of accidents at or on the front end of 
their cars and not wait until they have reached the carhouse 
or the end of the line, when all opportunity for securing 
witnesses is forever gone. 

“The utmost caution must be used at all times in ap- 
proaching switches. Never assume that a switch is properly 
set until you have first satisfied yourself of the fact. 

“Some very serious collisions of cars have occurred in 
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lays gone by because motormen have allowed their cars to 
gain too much momentum and get beyond their control. 
‘The grade steam railroad crossing is the most dangerous 
spot on your line. There can be no possible justification for 
carelessness or forgetfulness upon the part of either con- 


ductor or motorman at these points. 
“If you discover a person stealing a ride on the blind side 


Chicago Examination Car—Exterior 


or any part of car, do not shout at or make any motion 
toward such person while car is in motion which may cause 
him to jump off the car and sustain an injury. Stop the car 
and request the person to get off. If he refuses to do so, 
put him off, using no more force than is necessary. Make 
a report of the occurrence and obtain the names of as many 
witnesses as possible. 

“Do not engage in conversation with passengers un- 
necessarily nor with trainmen off duty. Should you have 
an accident while talking to some one it is hard to make a 
jury believe that the accident was not the fault of the 
employee operating car. 

“When off duty and riding on a car do not slap the motor- 
man on the back or in any way attract his attention away 
from his work, as it may cause a serious accident. 

“If a passenger claims that he or she has had his or her 
clothing damaged: while on car, ascertain where in the car 
passenger was seated or standing, examine cause of damage 
and make a report of same. 

“Do not change your register before arriving at end of 
line, as this practice leaves the rear platform unguarded 
and is the cause of many accidents. 

“If a passenger falls while alighting from car and the 
car at the time of accident is standing, take notice of con- 
dition of step and pavement. It is also well to call witnesses’ 
attention to condition of step and pavement at place of 
accident. 

“In cases where a car becomes disabled and has to be 
stopped by using the reverse, it is better to transfer passen- 
gers to the following car and close the doors on the disabled 
car and run. the car to the station. 

“Conductors should leave the car from the rear end when 
running ahead to flag cars over railroad crossings. Wait 
until your car comes to a full stop and then get off at rear 


end. This will prevent passengers from alighting while car 
is in motion; also board car at rear end after flagging car 
across. 

“Conductors, do not start your car until all passengers 
are safely on the platform. Starting cars while passengers 
are on the step is a dang TOUS practice, and under these 
circumstances passengers falling are liability cases. If your 
car and platform are led and you cannot take on all 
that. wish to board irt the car until you have 
warned the people on the street that : 


ou are about to do so, 


and then see that ali ' 


Jivit 1g signal. 
“Your attention 


ta the fact that the com- 
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pany is required to furnish passengers a safe place to alight. 
Motormen should use judgment when stopping their cars to 
discharge passengers. Conductors should also take notice 
of the condition of the place where passengers are about to 
alight and if bad call passengers’ attention to that fact. 
Trainmen should also warn passengers alighting of ap- 
proaching vehicles. 

“Conductors should not allow passengers to place large 
packages on platforms or where they will be in the way or 
interfere with the handling of passengers or where passen- 
gers will come in contact with them. 

“Trainmen are also cautioned against passing up a large 
number of people at street intersections. This is dangerous 
practice. It is better to stop the car and tell passengers to 
take the next car. 

“In all cases where a car stops before rounding a curve 
conductors should see to it before giving signal to start that 
all passengers are far enough away from track not to be 
struck by the overhang of the car. 

‘“Motormen when passing vehicles or other obstructions 
standing close to track should see that passengers standing 
on the rear step or standing on footboards of open cars are 
not in a position to be brushed off and injured. 

“Under no circumstances change steps and doors on car 
until you arrive at end of line. If you do so, you force the 
passengers to alight between the two tracks.” 

NEW EXAMINATION CAR 

At the same time the claim department began instructing 
trainmen in accident work a second car was added to the 
school equipment. This car will permit the full course of 
instruction, including the preliminary instruction and 
written final examination, to be given by the instructors. 
Heretofore it has been necessary to hold oral examinations 
at the carhouses and written examinations at the superin- 
tendent of employment’s office. The new car is 43 ft. 3 in. 
over all, 30 ft. 534 in. over body and 6 ft. 9 in. over-all 
width. It was not necessary to purchase a new car, but an 
old Chicago Union Traction car has been rebuilt for this 
purpose. The motors have been removed and it is oper- 
ated as a trailer coupled to the regular instruction car, Six- 
teen desks and revolving stools have been installed, and 
office space for the desk and filing cases of the instructors 


Chicago Examination Car—Interior 


has been provided in one end. All the interior finish is in 
birch-stained mahogany. An incandescent lamp has been 
installed in the ceiling over each desk, and four lamps in a 
row in the center of the deck ceiling provide general illu- 
mination. As has been the practice with the old instruction 


equipment, described in the “Souvenir” issue of the ELEC- 
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be moved from one carhouse to another, this depending on 
the number of new trainmen required at each point. Ex- 
terior and interior views of the new car are shows in the 
illustrations. 


BORING MOTOR BEARINGS ON A CONVERTED PLANER 


BY H. D. ALLEN, FOREMAN OF MACHINISTS PORTLAND RAIL- 
ROAD, PORTLAND, ME, 


The Portland Railroad division of the Cumberland County 
Power & Light Company, Portland, Maine, had recently a 
number of motors which were worn so badly in the arma- 
ture and axle-bearing seats that it was impossible to keep 
the bearings tight, but otherwise they were in good condi- 
tion, so it was decided to rebore the motor shells and put in 
larger bearings. As the company did not believe that there 
was enough of this work to warrant the purchase of a 
special machine, one of the company’s standard planers was 
fitted up to do the work at a cost of less than $100 for both 
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with the boring bars. This shaft was run by a quarter-turn 
5-in. belt from the regular counter shaft, and the boring 
bars in turn were belted to this shaft with 4-in. belts. The 
proper feed for boring was obtained by moving the planer 
bed very slowly by means of intermediate pulleys and belts 
running from an auxiliary counter shaft near the floor at 
the rear of the planer to the driving pulley on the side of 
the planer. This introduced two reductions in speed be- 
tween the regular floor counter shaft and the driving pul- 
ley. The regular planer belts were left on all the time but 
were kept on the loose pulleys by locking the automatic 
reverse handle in the center. 

To change from boring feed to the regular planer stroke 
it is only necessary to throw off the feed belt and unlock the 
reverse handle. When the tailstock for the boring bars is 
removed and the headstock is replaced by the regular tool 
carriage the machine is ready for use as a planer. In re- 
fitting the motors the old dowel pins were done away with 
and a 36-in. key was substituted. To cut the ways for 


Converted Planer—Rear View, Showing 
Drive 


labor and material. All of the work of conversion was 
carried out by the shop force. 

The converted machine was a 34-in. planer which was 
idle part of the time, and this was equipped with two boring 
bars made out of old axles. A special casting for a head- 
stock was made up and bolted to the regular planer head 
by the bolts that ordinarily fastened the swiveling tool 
carriage to it. The end thrust of the bars was taken care 
of at the headstock, and at the other end the bars were 
left free where they were supported in bearings bolted to 
the platen. 

The motors which were to be bored were bolted to the 
platen by forms suitable for each different type, thus estab- 
lishing the proper relative height of the bars. The bars 
were made adjustable laterally to permit of their being set 
any required distance between centers, and each bar was 


_ fitted with two cutters in order to get at all four holes in 


the motor without moving it, thereby insuring perfect 


alignment. Both holes in one end of the motor were bored 


at the same time. The bars were made 3% in. in diameter, 
and the bearings made very heavy to eliminate all vibration. 
A wooden frame was built over the planer bed at the rear 
of the housing so as not to interfere with regular planer 
work in order to support a I 15/16-in. shaft running parallel 


Converted Planer—Side View, Showing Boring Bars, Bearings and 
Headstock 


these keys a splining tool was put in each boring bar in 
place of the regular boring tool, the belt from the auxiliary 
counter shaft was thrown off and the bars were locked so 
they could not turn. The planer was then operated in the 
usual way, the motors being left in the same position that 
they were in when being bored, thus making all keyways 
perfectly true. This arrangement made a most satisfactory 
splining attachment. With the converted planer a West- 
inghouse 68-C motor can be bored and the keyways cut in 
four hours. 


BUENOS AIRES SUBWAY PROGRESS 


The Allgemeine Elektricitats Gesellschaft, Germany, now 
has under construction fifty cars for the Buenos Aires sub- 
way system. Each car will be equipped with two 115-hp 
motors, which are to be operated at 1100 volts direct cur- 
rent. A maximum train will consist of seven cars, all of 
which will be equipped with motors. The right-of-way is 
now being constructed directly by the Syndicat de Con- 
struction de Lignes Souterraines de Tramways de Buenos 
Aires, the company which will own and operate the subway 
system. The headquarters of this company are at Brussels, 
Belgium. 
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CLOSING ARGUMENT HEARD BY CHICAGO WAGE 
ARBITERS 


The final argument for and against increased wages and 
improved ene conditions for surface railway em- 
ployees has been presented to the board of arbiters by the 
attorneys representing each side of the case. At the close 
of the presentation of the arguments Judge Carter an- 
nounced that they, along with the evidence, would be taken 
under consideration and a decision given as soon as pos- 
sible. Under the agreement for arbitraton the board has 
the power to raise or lower the wages of the employees, 
and whatever decision it makes will become effective Jan. 
Ie Lona: 

In presenting his final argument Mr. Mahon, president 
of the trainmen’s union, appealed to the board for a living 
wage and shorter working hours. Presenting the side of 
the case which naturally lends itself to sympathy, he in- 
dulged in considerable oratory concerning the existing pros- 
perity. One point of interest brought out, however, was 
that a number of manufactories had closed not because the 
consumers were idle and could not afford to buy their 
products, but because the consumers were not receiving a 
sufficient wage to purchase more than the absolute neces- 
sities of life. A special appeal was made to the board to 
lessen the hours of trainmen on Sunday. In making this 
appeal Mr. Mahon said that the men realized that the public 
must be served on this day as well as on any other, but 
they asked that special attention be given to making the 
hours of each man on duty at this time as short as pos- 
sible. 

In rebuttal Mr. Mahon called attention to the quarterly 
dividend paid by the Chicago City Railway recently, 2% 
per cent, plus an extra dividend of I per cent. This, he 
said, was evidence that the company was not in such 
straitened circumstances as it would seem from Mr. 
Moore’s presentation of its side of the case. He also said 
that a comparison of working conditions during the horse 
car days and those of the electric car of to-day was not 
fair. In those days nothing but a teamster was required, 
and to-day the trainman must be an expert in his line. 
The business handled on a single run to-day more than 
equaled that of an entire day’s business during the horse 
car days. In closing his rebuttal he requested that the 
hoard give careful consideration to the question of wages 
for the ten minutes required for report time and dead time 
or lay-overs, the continuation of night car service and the 
elimination of the graded scale, substituting therefor the 
flat rate. 

In presenting the closing argument for’ the Chicago City 
Kailway Company, Nathan G. Moore, attorney for the 
company, made special réference to the number of extra 
men required. He pointed out that one substitute was re- 
quired for every four regular men in service. He said 
that this large number was not required because the work 
was undesirable and the men were leaving the service, but 


because the regular employees required so large a propor- 
tion of their time for lay-offs. He said they seemed to be 
satisfied to earn only three-fourths of the possible annual 
wage, which would amount to $100 a month for the men 


receiving the high rate 

In Mr. 1 Moore's rebu ital the rights of capital received con- 
siderable attention. fic urged the proposition that the in- 
vestment of new capita! in traction properties of Chicago is 
absolutely necessary uniler the requirements of the 1907 


ordinance. If it is not properly safecuarded new funds 
will not be forthcoming. The irpction ordinance specifies 
a fair return on the capitaiinvected and the courts have 
held that this cannot be taken awiy {rér investors. 

In reply to a que: from ).idze Carter, Mr Moore 


stated that under the !aw wages c id not be raised when 


the return to investors was not fair. He said, however, 
Cy i 
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that this did not hold when a road was in the hands of a 
receiver. 
that a living wage must be paid. 


depend wholly on the way the railway company came into 
the arbitration agreement. 
of the board without appeal or they might agree to accept 
the result if it did not infringe upon a fair return to the 
capital invested. In continuing his argument along this 
particular line, Mr. Moore said that it did not make any 
particular difference who ordered a reduction in the fair 
return to capital. It might come from any source, and the 
company must stand the loss. 


As to what proportion of the receipts constitutes a fair, 


return on capital invested and what is a fair wage for its 
employees, this is wholly a question of justice. In some 
classes of business 6 per cent was considered a fair return 
and in others 8 per cent. The latter seems to be the ac- 
cepted amount in the street railway industry. He said that 
street railway business was different from other industrial 
enterprises in that it had no means of regulating the rate 
as the expense of operation increased. The rates of fare 
are fixed by ordinance and cannot be raised, and in some 
instances there has been a tendency to reduce them. The 
only possible way to show a gain in the net profits was 
by natural traffic increase or by more efficient operation 
of the property. 

Under the i907 traction ordinance the company must 
furnish new capital to proceed with the rehabilitation re- 
quirements. Although there is no competition in service, 
there is competition in the obtaining of additional capital, 
and a 7 per cent maximum cannot be set as a fair return. 
There must be an overplus or it will be impossible to obtain 
loans. 

Within the past year, said Mr. Moore, additional burdens 
have been imposed upon the surface railway companies. 
The board of supervising engineers has advised them that 
they must spend at least 10 per cent for maintenance, -al- 
though they have been spending 8 per cent, or 2 per cent 
in excess of that required by the traction ordinance. This 
means an increased cost of operation of something like 
$240,000 annually to the Chicago City Railway. The elec- 
trolysis ordinance recently passed by the City Council also 


will increase the cost of operation approximately $400,000 © 


a year, being a large investment from which no return 
can be expected. 

In referring to the statistical exhibits presented to the 
board, Mr. Moore called attention to the increase in ex- 
penses per car hour from $2.02 in 1911 to $2.09 for eight 
months in 1912. These also showed that the rate of ex- 
pense to receipts had remained practically uniform, or 86 
per cent of the passenger earnings. He also called atten- 
tion to the fact that through routes were adding their 
share to the reduction in the company’s passenger income. 
While the gross passenger business showed a gain of 1.13 
per cent in 1912 over the same period in 1911, the pas- 
senger receipts per car hour had fallen from $3.12 in 1911 
to $2.80 for cars not on are routes and $2. 35 for 
through-route cars. 

In discussing the question of adjusting tela schedules 
to meet the demands of the men, Mr. Moore informed the 


board that there were traffic peaks which must be met on. 


that day as well as on any other. The company had been 


trying to adopt a straight time schedule for Sunday, but Pe 


had found it impossible to make it universal: To m 
existing traffic demands it seemed necessary to let the pr 
ent schedule stand or work the men in three shifts 
eight hours each. This involves additional operating e 
pense which the company did not feel was justified. 

In taking up the question of increased wages 1 
house men and car repairers, who paces t he presi 
receive $1.81 per day at the start « 
end of ‘wo years’ service, he said 


In this instance the state courts have decided: 
In reply to another in- 
quiry, Mr. Moore said that the action of the arbiters should: 


They might accept the decision. 
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siderably above the market rate for the same kind of labor 
in other industries and in fact was 25 per cent above the 
average rate for factory labor in the State of Illinois the 
first year and 50 per cent above the average rate during the 
third year. 

In objecting to increasing the wages of snow plow men 
above the existing rate of 35 cents per hour, it was shown 
that the present working conditions had been greatly im- 


proved over those existing on old-style equipment.- At the - 


present time the men are provided with many comforts 
over and above those provided with the old snow plows. 
It was shown further that most of the cities in the country 
did not pay extra wages for snow plow work. 


SOME CHARACTERISTICS OF A MODERN STEAM 
GENERATING STATION 


In an address given at a joint meeting of engineering 
societies in Chicago on Dec. 23 W. L. Abbott, chief 
operating engineer of the Commonwealth Edison Company, 
gave some interesting information concerning the consid- 
erations influencing the design of the new Northwest 
station recently built by his company, and also some facts 
about its present performance. A description of this plant 
was given in the Convention Section of the Etecrric RaIt- 
WAY JouRNAL of Oct. 5, 1912. 

Mr. Abbott said in part that the selection of a power 
site for a large steam generating station in a city was 
determined by the dominant factor of the economical han- 
dling and utilization of coal. The cost of the fuel exceeded 
all other operating costs combined, and as its consumption 
was in the ratio of 2 to 3 when the station is operating 
condensing or non-condensing, it appeared that unless the 
coal consumption was to be increased 50 per cent, the sta- 
tion must be located near an abundant supply of condensing 
water. This was the first specification for a steam power 
station location. 

If $1.70 a ton f.o.b. cars was assumed as the average price 
of steam coal, as in Chicago, and if it was further assumed 
that 60 cents a ton was the cost of cartage from the rail- 
road to the power station, it appeared that unless the cost 
of cartage could be reduced very materially, the generating 
plant should be located adjacent to a railroad, preferably 
on the railroad which brings the coal to the city. There- 
fore, the determining factor of second importance was ease 
of transportation. 

Desirable power house sites were hard to find in a large 
city. When a satisfactory location was found it was ad- 
visable to provide for a large installation. At the time the 
Northwest station was to have been started, the winter of 
1911-1912, the maximum load of the Commonwealth Edison 
Company was about 200,000 kw, while the indication was 
that for a number of years the future increase would be 
at about the average rate of 15 per cent per annum. Ac- 
cordingly acreage sufficient to accommodate two generating 
‘stations of 120,000 kw each was sought, although it was 
not the intention to install machinery of this rating at the 
beginning. 

Experience had shown that such a power house supply- 
ing a diversified metropolitan load would at some seasons 
of the year be operated at a load factor of 50 per cent. 
For a 240,000-kw installation this would require a daily 
coal supply of something over 40,000 tons, or about 100 
carloads. To make a moderate allowance for the uncer- 


 tainties of freight traffic over a distance of, say, 200 miles, 


‘provision was made for storing on the property at least 
three days’ supply of loaded cars and one day’s output of 


empty cars. In the case under consideration this amounted 


altogether to 400 cars, requiring 4 miles of storage tracks. 


Further to protect its customers’ properties a power station 


npany should have on hand a reserve supply of at least 
, days’ supply of coal. For the generating station 


¥ 
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under consideration this would amount to about 350,000 
tons. 

A 240,000-kw station or two 120,000-kw stations, together 
with storage tracks, storage coal piles and switch tracks, 
would require about 50 acres of ground, but after allow- 
ing for convenient spacing, parking and recreation grounds 
it would be found that the total space required for such a 
plant and all that goes with it was not less than 75 acres, 
the greater part of which would be used for receiving, stor- 
ing and handling coal. Thus ample acreage was the third 
important factor in determining the location of a generating 
station. 

The fourth consideration, which in the earlier days of the 
electric-service industry was generally put first, was the 
nearness of the generating station to the center of the load. 

Taking into account these four factors, Mr. Abbott ex- 
hibited a map to show why the site of the Northwest sta- 
tion, on the North Branch of the Chicago River in the 
neighborhood of California Avenue and Roscoe Street, was 
selected as the best that could be obtained. This site con- 
sisted of one tract of 55 acres and another of 40 acres. 
These two tracts were separated by streets and dwelling 
houses but were connected by the company’s elevated elec- 
tric railway built on a private right-of-way. On the eastern 
side, the one bordering the river, it was planned, he said, 
to erect eventually two power stations. One of these was 
now partially built, and an initial equipment of two 20,000- 
kw units was in operation. 

At this station every facility had been provided for eco- 
nomical handling of coal. Incoming coal cars had drop- 
bottoms, and unloading was done quickly by opening the 
drops. If a car did not have a drop bottom, it was un- 
loaded at a cost of 2 cents a ton by a 2-yd. clamshell bucket 
operated from an overhead crane. In its passage through 
the boiler house the coal was handled on five different levels 
and in nine operations, but at no point was it necessary to 
use manual labor. Two types of boilers were installed in 
the station, one with vertical passes for the hot gases and 
one with horizontal passes. The purpose of using the two 
types was to determine which was better able to produce 
practically perfect, therefore practically smokeless, com- 
bustion. 

As each boiler was expected to generate 30,000 lb. of 
steam an hour, and as this would require the combustion 
of 4500 lb. of coal an hour under each boiler, it was neces- 
sary in each second of time for 300 cu. ft. of air to pass 
through the grates. With sixty boilers, all running at the 
maximum rate, the-amount of air entering the grates each 
minute would be over 1,000,000 cu. ft. and, in order to 
avoid unpleasant drafts of cold air in winter, provision had 
been made to admit air directly under the grates from the 
trainshed below. 

The speaker stated that the 20,o00-kw turbo-generators 
at the Northwest station were spaced 44 ft. apart, whereas 
the 12,000-kw units at Fisk Street had 41-ft. centers. The 
steam turbines were six-stage machines and each one had 
7392 buckets. The outside diameter of the sixth wheel was 
13 ft. 2 in. and it had a peripheral velocity of over 500 ft. 
a second, or about 6 miles a minute. The guaranteed steam 
consumption with steam at 250 lb. pressure and 100 deg. 
superheat was 14 lb. per kw-hr. at loads between 10,000 kw 
and 20,000 kw, and 13.45 lb. at a load of 15,000 kw. The 
weight of the steam end of each turbine was 200 tons and 
of the generator 230 tons, making a total weight of 430 tons, 
of which 100 tons was in the revoiving elements. 

The generator mounted above the turbine was of the 
revolving-field type and generated 25-cycle, three-phase cur- 
rent at a tension of 4500 volts, which was stepped up by 
transformers to 9000 volts. The revolving field had four 
poles and weighed 52 tons. The armature was star-wound 
and had a continuous rating of 2570 amp per phase. Forced 
ventilation was used for the generator. Although the effi- 
ciency of the machine was high, the large amount of energy 
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transformed caused the heat evolved by each generator to 
be equal to that resulting from the perfect combustion each 
hour of 270 lb. of coal of the quality used in the boiler 
room. 

At the Northwest station the additional reactance needed 
in the generator circuit to prevent surging was introduced 
by the auto-transformers, which raised the voltage from 
4500 at the machines to the system voltage of gooo. These 
transformers were installed in a separate building. 

In conclusion Mr. Abbott said: “The generating station 
just described is the most modern of any in existence and 
was designed by. engineers who have been engaged all their 
lives in designing power houses and power house equipment. 
No expense was spared to make this installation the last 
word in the art of converting the energy of coal into elec- 
trical energy. The station was designed for six units, two 
of which were to be included in the first installation and 
the remaining four to follow soon thereafter, so that the 
station when completed would contain a symmetrical, up-to- 
date equipment of the largest size and highest efficiency ; 
but between the date upon which the plans were finished 
and that upon which the station was completed great strides 
were made in the art. The Northwest station is doing all 
that was expected of it, but within a little more than a 
year from the time it was put into service its equipment 
will be eclipsed by an installation at the Fisk Street power 
station of larger and more efficient boilers and larger and 
more efficient turbines. The indications now are that the 
equipment which will be installed at the Northwest station 
in the future will be of an entirely different type from that 
now installed, and we may even hope will be as great an 
improvement over the newer Fisk Street turbines as the 
latter are expected to be over the machines now installed.” 

In the discussion which followed Mr. Abbott’s address 
Bion J. Arnold spoke of the Northwest station as a great 
engineering achievement and said that Chicago had led in 
central station design because of the broad conception ex- 
hibited by the managements of its public utilities, the engi- 
neering talent of the company and the ability of the con- 
sulting engineers. Mr. Arnold referred to the increase in 
thermal efficiency of power stations, which he said now 
exceeded 10 per cent in the case of modern 10,000-kw units. 
In one New York station with reciprocating engines and 
low-pressure exhaust steam turbines this figure had reached 
something over II per cent and very likely the Northwest 
station would do as well. Another feature of the North- 
west station commended by Mr. Arnold was its simplicity. 
The speaker made the interesting statement that the New 
York Edison Company was now contemplating taking over 
one or both of the generating stations of the New York 
Central Railroad used for supplying electricity to its termi- 
nal, the arrangement being that the railroad company should 
buy its electrical energy from the electric-service company, 
the latter operating the existing generating stations of the 
railroad company. 

G. T. Seely, assistant manager of the Chicago Elevated 
Railways, commented on the fact that the protected third- 
rail used in the Commonwealth Edison Company’s private 
elevated railway was the only contact rail of that type used 
in the vicinity of Chicago. ‘A question was raised as to what 
precautions had been taken to protect the very large storage 
piles of coal at the Northwest station from spontaneous 
combustion. Mr. Abbott said that he knew of nothing that 


would absolutely prevent all danger of spontaneous com- 
bustion of coal in large storage piles un less it was the use 
of coal in large sizes. Screenings in large piles were almost 
sure to take fire in warm weather mri this was a contin- 
gency which had to be anticipated 

The cars of the Shore Line Fiesiris Railway are now 
being run through New Haven, over State Street and the 


viaduct, as far as the Union Station. 


ic 
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OFFICIAL REPORT ON INSTALLATION OF ROMAPAC 
RAIL IN CHICAGO 


Under date of Dec. 20, 1912, George Weston, engineer 
for the Board of Supervising Engineers Chicago Traction, 
has sent a report to the Continuous Rail Company, New 
York, concerning the latter company’s Romapac rail installa- 
tion, which was described in the ELecrric RaAtLway JourR- 
NAL for Sept. 23 and Dec. 23, 1911, and Oct. 5, 1912. The 
report in part is as follows: 

“Completion of Contract——The contracts between your 
company and the Chicago City Railway Company and Chi- 
cago Railways Company of this city, covering the crimping 
of Romapac rail for 4 miles of single track, were completed 
the latter part of November of this year, and complying 
with the provisions of these contracts we take pleasure in 
forwarding to you the following engineering data on the 
work done: 

“The track crimped in 1911 on the west side of South 
Halsted Street was finished from Thirty-first to Thirty-fifth 
Street during the night of Nov. 13 and the cars were run- - 
ning on this section on Nov. 16. The track south of Thirty- 
fifth Street was finished on Nov. 22, and the cars were 
running on Nov. 25, I9II. 

“Trafiic—Maximum headway, forty seconds; minimum 
headway, fifteen minutes. Second speediest on systems, 
Wentworth Avenue being the fastest service. Weight of 
cars empty, 54,000 lb.; weight per axle, 13,500 lb.; estimated 
weight of cars full, 76,000 lb.; weight per axle, 19,000 lb. 
Number of cars per day, 700; per annum, 255,500. Number 
of wheels per annum, 2,044,000. In addition to the pas- 
senger traffic there are a large number of service cars going 
to and from company’s yards on Halsted and Thirty-ninth 
Streets. 

“Tracks Laid in 1912 with New Machine.—The tracks 
on West Forty-seventh Street and West Sixteenth Street 
were crimped by an American-built machine electrically 
driven from the trolley wire. The progress made by this 
machine was very satisfactory, and from reports made by 
Robert W. Hunt & Company, engineers, copies of which 
you have submitted to this board, the machine crimped 
5862 ft. of rail on West Forty-seventh Street in four days, 
working during that period for twenty-seven hours and 
thirty-five minutes. From this same report we note that the 
greatest length of rail completely crimped in one day was 
1972 ft. on Nov. 12 in five working hours. 

“The continuous rail was laid for double-track operation 
on West Forty-seventh Street, extending from Paulina 
Street to approximately 310 ft. east of the P., C., C. & St. L. 
R. R. at Leavitt Street. Length of single track, 5771 ft. 
Soil, heavy clay. Substructure specification No. D-3A, type 
No. 2-A, with steel ties. - 

“Double Track in West Sixteenth Sic otne west- | 
bound track is laid from Central Park Avenue to the east 
line of Forty-sixth Avenue, a distance of 6197 ft. The 
east-bound track is laid from Central Park Avenue to 410 ft. 
east of the center line of Forty-fourth Avenue, a distance . 
of 4420 ft., a total length of 10,597 ft. Soil, light, sandy 
clay. East of Fortieth Avenue, same specification with 
steel ties as on West Forty-seventh Street. West of 
Fortieth Avenue, same specification, part wood and part | 
steel ties. 

“On the south track in West Sixteenth Street the rails” . 
with upturned ends were straightened out before being 
crimped; but on the north side of West Sixteenth Stresoa 
and on both tracks in West Forty-seventh Street bent and 
twisted rails were crimped as they game without er: at- 


crossing at Fortieth Avenue. 

“Total length of all track laid in Chicago during 
1912 with the continuous rail, 20,769 ft. of sing 
Pavement in all cases granite noes i 
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Association News 


Program for the Midyear Meeting—Members of Committees of the American Electric Railway Association. and of» the 
Transportation & Traffic Association 


PROGRAM OF THE MIDYEAR MEETING 

As already announced, the midyear meeting of the Ameri- 
can Electric Railway Association will be held on Friday, 
Jan. 31, 1913, at 29 West Thirty-ninth Street, New York. 
There will be two sessions, one in the morning, beginning 
about 10 o'clock, and the other in the afternoon, beginning 
about 2:30. 

REPORT OF RAILROAD SECURITIES COMMISSION 

At these meetings the association will consider two sub- 
jects. One of these will be the report of the Railroad 
Securities Commission, appointed by President Taft. An 
abstract of this report was published in the ELecrric RalIL- 
WAy JouRNAL for Dec. 16, 1911, page 1246. Although this 
report was from a federal commission and dealt with the 
securities of all interstate railroad carriers, many, if not 
most, of the recommendations are as closely related to 
electric railway companies as to steam railroad companies, 
and the report is of interest to intrastate railways because 
of the tendency of the state commissions to follow the prece- 
dents established by the Interstate Commerce Commission. 

It is expected that three members of the commission will 
be present at the meeting and will address the association. 
Those expected to be present are Walter L. Fisher, now 
Secretary of the Interior; B. H. Meyer, now a member of 
the Interstate Commerce Commission, and Frederic Strauss, 
of J. & W. Seligman & Company, New York. It will be 
remembered that Mr. Strauss presented a paper at the mid- 
year meeting of the association in January, 1912. Arthur 
T. Hadley, president of Yale University and chairman of 
the commission, was invited to be present and address the 
association on the subject of the report of the commission, 
but a previous engagement, made early in the college year, 
which he was unable to postpone compelled him to decline. 

The committee on subjects of the American Electric Rail- 
way Association expects to arrange also for a discussion of 
the report of the commission by railway men, but the names 
of those who have been invited to speak have not yet been 


-announced. 


REPORT OF THE COMMITTEE ON RATES AND FARES 

The second subject to be considered at the midyear meet- 
ing of the association will be the report of the committee 
en rates and fares. This report, it will be remembered, was 
presented in brief form at the Chicago convention on the 
afternoon of Thursday, Oct. 10, but the full report, including 
three discussions on the subject by members of the com- 
mittee, was not submitted to the association until last month. 
These three discussions were contributed by C. N. Duffy, 
vice-president Milwaukee Electric Railway & Light Com- 
pany; H. G. Bradlee, president Stone & Webster Manage- 
ment Association, and Frank R. Ford, Ford, Bacon & Davis, 
New York, and treated the subject theoretically and also 
upon the basis of actual figures of existing street railways, 
and were published in abstract in the ELecrric RAtLway 
Journat for Nov. 30, 1912. It is expected that the dis- 
cussion of this report will include addresses by each mem- 
ber of the committee on rates and fares, which consists of 
Frank R. Ford, chairman; C. S. Sergeant, Boston; C. N. 
Duffy, Milwaukee; William J. Clark, New York; James F. 
Shaw, New York; E. C. Foster, Manchester, N. H.; H. G. 
Bradlee, Boston, and R. I. Todd, Indianapolis. 

The committee on subjects, of which James D. Mortimer, 
Milwaukee, is chairman, has arranged that these addresses 
and other discussions which will be presented on the sub- 
ject will be along three lines as follows: 

(a) The valuation of public utility properties for rate 


_ making, taxation and municipal acquisition. 


(b) The return on invested capital considered from the 
standpoint of the hazards of the business, short-term fran- 
chises and what would constitute an attractive rate of return 
to obtain new capital. 

(c) The present trend of operating expenses. 

The committee on subjects cannot definitely announce all 
who will discuss both of the reports, but expects that ad- 
dresses will be made by the following among others: P. F. 
Sullivan, president Bay State Street Railway, Boston; J. J. 
Burleigh, vice-president Public Service Railway, Newark, 
N. J.; Bentley W. Warren, attorney Bay State Street. Rail- 
way, Boston. 

COMMITTEE MEETINGS 

During the two days which precede the midyear meeting 
and on the day which follows the meeting there will be 
meetings of a number of committees of the American Elec- 
tric Railway Association and of the several affiliated asso- 
ciations at the headquarters in New York, 29 West Thirty- 
ninth Street. The executive committee of the American 
Electric Railway Association will hold its meeting on 
Thursday, Jan. 30. Other meetings will be held on that 
day and on Jan. 29 and Feb. 1. 

BANQUET 

As already announced, the annual banquet tendered to the 
members of the American Electric Railway Association and 
of its affiliated associations attending committee meetings 
and the midyear meeting of the American Electric Railway 
Manufacturers’ Association will be held in the grand ball 
room of the Hotel Astor on the evening of Friday, Jan. 31, 
at 7 o'clock. 


COMMITTEES OF AMERICAN ASSOCIATION. 


Gen. G. H. Harries, president American Electric Railway 
Association, has announced the names of the members who 
are to serve on the various committees of the association 
during the year of 1912-1913. While the list is practically 
complete, additional members are to be appointed in a few 
cases. 

COMMITTEE ON SUBJECTS 

James D. Mortimer, chairman, Milwaukee, Wis.; Calvert 
Townley, New York: E. C. Foster, Manchester, N. H.; 
S. G. McMeen, Columbus, Ohio; J. H. Neal, Boston, Mass. ; 
Martin Schreiber, Newark, N. J.; C. A. Avant, Birming- 
ham, Ala., and Dana Stevens, Cincinnati, Ohio. 

COMMITTEE ON INSURANCE 

H. J. Davies, chairman, Cleveland, Ohio; E. J. Cook, 
Rochester, N. Y.; F.. A. Healy, Cincinnati, Ohio; S. L. 
Tone, Pittsburgh, Pa., and A. H. Ford, Birmingham, Ala. 

COMMITTEE ON EDUCATION 

Prof. H. H. Norris, Chairman, Ithaca, N. Y.; Prof. A.S. 
Richey, Worcester, Mass.; J. F. Calderwood, Brooklyn, 
N. Y.; Prof. D. C. Jackson, Boston, Mass., and R. S. Goff, 
Boston, Mass. 

COMMITTEE ON WELFARE OF EMPLOYEES 

J. J. Burleigh, chairman, Newark, N. Jeb Besoherman, 
Providence, R. I.; James D. Callery, Pittsburgh, Pa.; Dana 
Stevens, Cincinnati, Ohio; H. T. Edgar, Boston, Mass., and 
C. S. Krick, New York. 

COMMITTEE ON FEDERAL RELATIONS 

Arthur W. Brady, chairman, Anderson, Ind.; Frank R. 
Ford, New York; H. S. Lyons, Boston, Mass.; F. W. 
Brooks, Detroit, Mich.; L. S. Cass, Waterloo, Ia.; Richard 
McCulloch, St. Louis, Mo.; R. I. Todd, Indianapolis, Ind.: 
L. S. Storrs, New Haven, Conn., and J. N. Shannahan, 
Hampton, Va. 
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OMMITTEE ON COMPENSATION FOR CARRYING U- S, MAIL 

lr. H. Tutwiler, chairman, Memphis, Tenn.; C, E. Titzel, 
Lancaster, Pa.; H. A. Nicholl, Anderson, Ind.; C. H. Haile, 
Boston, Mass.; Capt. A. R. Piper, Brooklyn, N, Y.; J. 
McMillan, Los Angeles, Cal.; E. C. Spring, Allentown, Pa.; 
J. K. Choate, Morristown, N. J., and George B. Wheeler, 
Eau Claire, Wis. 

COMMITTEE ON TAXATION MATTERS 

C. L. S. Tingley, chairman, Philadelphia, Pa.; Alabama— 
J. H. Wilson, Mobile Ala.; Arizona—F. E. Russell, Tucson, 
Ariz.; Arkansas—C. J. Griffith, Little Rock, Ark.; Cal- 
fornia—John A. Britton, San Francisco, Cal.; Colorado— 
John A. Beeler, Denver, Col.; Connecticut—L. S. Storrs, 
New Haven, Conn. ; 
Del. ; District of Columbia—D. S. Carll, Washington, D. C.; 
Florida—Alba H. Warren, Pensacola, Fla. ; Georgia, W. H. 
Glenn, Atlanta, Ga.; Illinois, L. C. Haynes, East St. Louis, 
Ill. ; Indiana—R. I. Todd, Indianapolis, Ind.; Jowa—P. P. 
Crafts, Davenport, Ia.; ‘Kansas—A. M. Patten, Topeka, 
Kan. ; : Kentucky—F. W. Bacon, Lexington, Ky. ; Louisiana— 
1D A. Hegarty, New Orleans, La.; Maine—Howard Corn- 
ing, Bangor, Maine; Marylond—T. C. Cherry, Annapolis, 


Md.; Massachusetts—H. C. Page, Worcester, Mass. ; Michi- 
gan—F, W. Brooks, Detroit, Mich.; Minnesota—W. J. 
Hield, Minneapolis, Minn.; Mississippi—A. B. Paterson, 


Meridian, Miss.; Missouri—A. H. Rogers, Webb City, Mo.; 
Montana—W. C. Sharp, Helena, Mont.; Nebraska—W, A. 
Smith, Omaha, Neb.; New Hampshire—J. Brodie Smith, 
Manchester, N. H.; New Jersey—George H. Barker, New- 
ark, N. J.; New York—B. E. Tilton, Syracuse, N. Y.; North 
Carolina—H. W. Plummer, Asheville, N. C.; North Dakota 
—C. P. Brown, Fargo, N. D.; Ohio—Dana Stevens, Cincin- 
nati, Ohio; Oklahoma—A. H. Classen, Oklahoma City, 
Okla. ; Oregon—F. I. Fuller, Portland, Ore. ; Pennsylvania— 
C. L. S. Tingley, Philadelphia, Pa.; Rhode Island—A. E. 
Potter, Providence, R. I.; South Carolina—F. H. Knox, 
Spartanburg, S. C.; South Dakota—F. M. Mills, Sioux 
Falls, S. D.; Tennessee—Percy Warner, Nashville, Tenn.; 
Texas—W. J. Jones, Austin, Tex.; Utah—Joseph S. Wells, 
Salt Lake City, Utah; Virginia—A. B. Guigon, Richmond, 
Va.; Vermont—I. L, Meloon, New York; Washington— 
Guy W. Talbot, Portland, Ore.; West Virginia—G. O. 
Nagle, Wheeling, W. Va.; Wisconsin—George B. Wheeler, 
Eau Claire, Wis.; Canapa: British Columbia—George Kidd, 
Vancouver, B. C.; Manitoba—Wilford Phillips, Winnipeg, 
Man.; Nova Scotia—J. W. Crosby, Halifax, N. S.; Ontario 
—J. D. Fraser, Ottawa, Ont., and Quebec—Patrick Dubee, 
Montreal, Que. 
COMMITTEE ON PUBLIC RELATIONS 

Thomas N. McCarter, Chairman, Newark, N. J.; Patrick 
Calhoun, New York; O. T. Crosby, Wilmington, Del:; 
leg EA. McGraw, New York, and William H. Heulings, lee 
Philadelphia, Pa. 
COMMITTEE ON DETERMINING PROPER BASIS FOR RATES AND 

FARES 

Frank R. Ford, chairman, New York; C. S. Sergeant, 
Boston, Mass.: C. N. Duffy, Milwaukee, eee William J. 
Clark, New York: ; James F. Shaw, New York; E, C. Foster, 
Manchester, N. H.: SaELa Ge Bradlee, Boston, Mass., and R. I, 
Todd, Indiz anapolis, Ind. 

COMMITTEE TO CONSIDER RELATIONS WITH SECTIONAL 
ASSOCIATIONS 


C.L. Henry, chairm an, Indianapolis, Ind.; R. P. Stevens, 
ATetiiowe Pass , C4 . Peirce, Boston, Mass. ; W. J. Harvie, 
New York ; H. BR Wilsons Boston, Mass. ; HH, V. Drown, 
Newark, N. J.; Ht C. Page, Worcester, Mass, and Percy 


Warner, Nashville. Tenn. 


RA ADVISORY COMMITTEE 
C. Loomis tien chairman, Syracuse, N. Y.; A. L, Linn, 
Jr., representing Accountants’ Association, New York; L. 
P. Crecelius, representing Engineering Association, Cleve: 
land, Ohio;.H. V. Drown, repre senting Claims Association, 
Newark, N. |W ENtS Bee oe Reynolds, representing Transportation 


Delaware—T. W. Wilson, Wilmington, 
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& Traffic Association, Boston, Mass., and, William H. 
Heulings, Jr., representing American Electric Railway 
Manufacturers’ Association. 

COMMITTEE ON COMPANY MEMBERSHIP * 

Richard McCulloch, chairman, St. Louis, Mo.; W. R. 
Alberger, Oakland, Cal.; G. H. Clifford, Fort Worth, Tex.; 
F. W. Brooks, Detroit, Mich.; L. D. Mathes, Montgomery, 
Ala., and J. K. Choate, Morristown, N. J. 

COMMITTEE ON MEMBERSHIP (INDIVIDUAL) 

John L. O’Toole, chairman, Newark, N. J.; Martin 
Schreiber, Newark, N. J.; C. A. Avant, Birmingham, Ala.; 
Dana Stevens, Cincinnati, Ohio; J. H. Neal, Boston, Mass., 
and William H. Heulings, Jr., Philadelphia, Bas 

COMMITTEE ON COMPANY SECTIONS 

C. N. Duffy, chairman, Milwaukee, Wis.; D. A. Hegarty, 
New Orleans, La.; P. H. Gadsden, Charleston, S. C.; R. J. 
Clark, Kansas City, Mo.; W. M. Casey, Denver, Col.; E. J. 
Cook, Rochester, N. Y.; Martin Schreiber, Newark, N. J., 
and P. N. Jones, Pittsburgh, Pa. 

REPRESENTATIVES ON SPECIAL COMMITTEE ON JOINT USE OF 
POLES 

W. J. Harvie, chairman, New York; Albert S. Richey, 
Worcester, Mass.; Charles L. Henry, Indianapolis, Ind. ; 
W. S. Twining, New ee and N. T. Wilcox, Boston, 
Mass. 

REPRESENTATIVES ON SPECIAL COMMITTEE TO CONSIDER THE 
MATTER OF ELECTROLYSIS 

Calvert Townley, chairman, New York; B. I. Budd, Chi- 

cago, Ill., and H. W. Anderson, Richmond, Va. 


COMMITTEES OF THE TRANSPORTATION & 
TRAFFIC ASSOCIATION 
President Dana Stevens has announced the following 
committees of that association for the association year of 
1912-1913: 
CONSOLIDATED COMMITTEE ON RULES 
F. A. Boutelle, chairman, Tacoma, Wash.; W. R. W. 
Griffin, vice-chairman, East Liverpool, Ohio; George Ktuem- 
merlein, Jr., Milwaukee, Wis.; L. H. Palmer, New York; 
Edward Dana, Boston, Mass.; W. H. Collins, Gloversville, 
N. Y., and B. J. Jones, Cincinnati, Ohio. 
COMMITTEE ON PASSENGER TRAFFIC 
F. G. Buffe, chairman, Peoria, Ill.; J. E. Gibson, Kansas 
City, Mo.; J. L. Adams, Upper Darby, Pa.; S. W. Gréen- 
land, Fort Wayne, Ind.; W. S. Whitney, Springfield, Ohio, 
and J. A. Cleveland, Saginaw, Mich. 
COMMITTEE ON EXPRESS AND FREIGHT TRAFFIC 
F. D. Norviel, chairman, Anderson, Ind.; G. W. Quacken- 
bush, Springfield, Ill.; F. W. Coen, Sandusky, Ohio; A. R. 
Piper, Brooklyn, N. Y.; ; C. V. Wood, Springfield, Mass., and: 
J. McMillan, Los Angeles, Cal. 
COMMITTEE ON CONSTRUCTION OF SCHEDULES AND TIME- | 
TABLES 
J. E. Duffy, chairman, Utica, N. Y.; C. E: Morgan, Jack- 
son, Mich.; T. F. Grover, Terre Haute, Ind.; Alexander 
Jackson, Newark, N. Jas; By jabiekson: Springfield, Mass.,’ 
and J. J. Dempsey, Brooklyn, Nave 
COMMITTEE ON FARES AND TRANSFERS 
F. T. Wood, chairman, New York; J. V. Sullivan, Chi- 
cago, Ill.; E. C. Deal, Augusta, Ga.; F. L. Hubbard, To-- 
ronto, Can.; G. K. Jeffries, Terre Haute, Ind; and W. B. 
Thomas, East Liverpool, Ohio. ; 
COMMITTEE ON TRAINING OF TRANSPORTATION EMPLOYEES 
C. B. Wells, chairman, Denver, Col.; C. E. Learned, vice- 
chairman, Boston, Mass.; Bruce Cameron, St. Louis, Mo.; ; 
Maj. J. ane Crabbs, Brooklyn, N. -Yi3_E, Bootrong; Syracuse, +f 
N. Y., and H. A. Davis, Nashville, Tenn. ; ‘anti 
_ COMMITTEE TO DEVELOP UNIFORM DEFINITIONS 4 
M. C. Brush, chairman, Boston, Mass.; W. C. Callagh 
Rochester, N. Y.; A. Benham, Dayton, Ohio; W. M. Wi 
erwax, Chicago, ‘Ti; i Cherry, Annapolis, 
Bradley, Galveston, Teal and Frederic ‘Mictiolaaat 
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JOINT COMMITTEE OF TRAIN OPERATION (INTERURBAN ) 

E. C. Faber, co-chairman, Wheaton, Ill.; C. N. Wilcoxon, 
Michigan City, Ind., and J. B. Stewart, Jr., Allentown, Pa. 

JOINT COMMITTEE ON TRAIN OPERATION (CITY) 

W. H. Sawyer, co-chairman, New York; P. N. Jones, 
Pittsburgh, Pa., and George Keegan, New York. 
JOINT COMMITTEE ON BLOCK SIGNALS FOR ELECTRIC RAILWAYS 

C, D. Emmons, vice-chairman, South Bend, Ind.; B. E. 
Merwin, Wheaton, Ill.; C. F. Conn, Scranton, Pa., and 
J. J. Doyle, Baltimore, Md. 

JOINT COMMITTEE ON EXPRESS AND FREIGHT ACCOUNTING 

J. K. Choate, co-chairman, Morristown, N. J.; G. H. 
Harris, Birmingham, Ala., and E. C. Spring, Lansdale, Pa. 
JOINT COMMITTEE ON STATISTICAL UNIT FOR CAR OPERATION 

C. B. Buchanan, co-chairman, Richmond, Va.; Nathan 
H. Daniels, Jr., Boston, Mass.; J. A. Emery, New York, 
and W. J. Harvie, New York. 


NEW RAILWAY WATT-HOUR METER 


The General Electric Company has recently put on the 
market a new type of watt-hour meter, designed to be car- 
ried on electric railway cars. It is intended particularly 
for measuring the energy consumption of motormen. The 


or examin 
reed 


German Silver 
Mercury Well 


Copper 
Armature Drum 


Tron Gore 


- Car Watt-hour Meter—Casing 


and Dial Rotating Element 


rotating element or armature is a cupped copper punching 
attached to a shaft, which is carried in a ring-stone end- 
stone bearing at the bottom and a ring-stone bearing at the 
top. The end-stone bearing is secured to the bottom of a 
German silver vessel which serves as a container for the 
rotating armature and the mercury in which it is immersed. 
The immersion of the armature in mercury does away with 
a commutator, frictional contacts and sparking troubles. 
By partly supporting the moving element in the mercury 
wear on the bearings is very slight. 

The laminated core of the potential coils is in contact with 
opposite sides of the mercury well and, with the inner iron 
core, forms a complete iron magnetic circuit, with the ex- 
ception of the two gaps in which the armature rotates. 

Leads from the terminals of the meter shunt project down 
into the mercury, but since the mercury has a much greater 
resistance than copper and the inside of the mercury well 
is enameled, the current flows from the lead through the 
mercury direct to. the copper armature, along the latter to 
the other side and out through the mercury to the other 
lead. As the copper armature is free to move and forms a 
conductor which carries current in a magnetic field, it is 
repelled from the field, producing rotation at a speed pro- 
portional to the reaction. The rotation is, therefore, pro- 


portional to the energy in the circuit and can be calibrated 


to measure true watts. 
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The register has a large round dial with a sweep hand 
which makes one revolution for every 100 kw-hr., each di- 
vision on the dial corresponding to 1 kw-hr. There are also 
three small dials with hands which make one revolution for 
1000, 10,000 and 100,000 kw-hr. respectively and serve as 
totalizers. 

The top of the German silver vessel is provided with a 
cap to prevent the mercury running out when the meter is 
tipped to one side. A disk attached to the meter shaft and 
rotating between the poles of two sets of permanent mag- 
nets serves as a means by which the instrument can easily 
be calibrated. 

The watt-hour meter is of rugged construction, all parts 
being designed to have an ample factor of safety to with- 
stand the excessive vibration incidental to car service. ‘To 
carry out this feature of high factor of safety, high insula- 
tion has been provided, together with long creeping dis- 
tances between live parts and the case, and a high potential 
test of 5000 volts alternating current is applied for one 
minute. 

The current-carrying parts of the meter have been so 
designed that they will carry twice their normal current. 
for ten minutes, three times the normal eurrent for three 
minutes and five or ten times the normal current for a 
few seconds. 

The case, which is of aluminum alloy, is made dust-proof 
by accurate machining of the surface, which rests on the 
base and by the use of a heavy felt dust pad as a further 
safeguard. 


A NEW DESIGN IN JOURNAL JACKS 


Among the recent developments in lifting jacks is the 
improved type of 15-ton ball-bearing journal jacks just 
placed on the market by the Duff Manufacturing Company, 
of Pittsburgh. This jack is especially designed for use in 
connection with the inspection, removal or replacement of 
journal brasses in 
freight cars, in- 
terurban cars, or 
for any service 
where short, 
light, powerful 
jacks mareuire= 
quired. 

The jacks are 
of unusually easy 
operation be- 
cause of large 
ball bearings 
which carry the 
load.: All parts 
are machine-fin- 
ished, while the 
steel gears have 
machine-cut teeth 
and are heat-treated. The jacks are self-lubricating, 
the interiors being packed with semi-fluid grease in which 
all moving parts revolve. A new positive stop is used 
which prevents the lifting bar from running too far out of 
the jack, so that accidents from this cause are impossible. 
The load is raised on the downward movement of the lever, 
the most convenient stroke. 

Another important feature is the adjustable wheel-hold- 
ing device, which has been pronounced by a number of rail- 
way men the first really efficient device introduced. This 
holds the wheel firmly on the track while the journal box 
is raised and does away with the necessity of wedging 
down the wheel or of using a plate or strap to hold the 
wheel on the track. The jacks are furnished without this 
device, if desired, and weigh only 28 lb. without the wheel- 
holding device, or 33 lb. with it. 


Journal Box Jack with Wheel-Holding 
Device 
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ELECTRIC RAILWAY LEGAL DECISIONS 
CHARTERS, ORDINANCES AND FRANCHISES 


Indiana.—Monopolies—Contract Between Railway Com- 
panies—Operating Agreementé. 

A contract between the R. Company and N. Company, 
two railway companies incorporated under the laws of the 
State, whereby the R. Company agreed that the N. Com- 
pany should do and have complete control over all the R. 
Company’s business between two certain points for a period 
of thirty-five years, was invalid, since it amounted to a pro- 
hibition against one company operating its road in territory 
occupied by the other and tended to stifle competition and 
create a monopoly. 

Since companies organized under the street railway law 
(as amended by Burns’ Ann. St. 1908, Secs. 4204, 5630, et 
seq.), are public in their nature, directly involving public 
interests and invested with powers not given to others, 
their rights and liabilities are to be construed and measured 
by the law applicable to quasi public corporations. 

Traction companies may make valid operating agree- 
ments for the use by one of another’s facilities where 
neither company thereby incapacitates itself from perform- 
ing its duties to the public and the agreements do not tend 
unlawfully to stifle competition. (Evansville S. & N. Ry. 
Co. v. Evansville & E. Electric Ry. et al., 98 Northeastern 
Rep., 649.) 
Louisiana.—Exemptions 

Corporations. 

Act No. 16 of 1904 was intended to exempt from taxation 
only public service corporations whose existence would be 
beneficial to the people of the whole State but was not in- 
tended to exempt street railways engaged only in trans- 
portation of passengers and having no connection with 
other public carriers. As the plaintiff did not fall within 
the exemption, even as to its portion of line which ex- 
tended into the country, it therefore cannot be heard to 
say that it has been deprived of a vested right of exemp- 
tion by the extension of the city limits of Shreveport. 
(Shreveport Suburban Ry. Co. v. Hollingsworth, assessor, 
et al., 59 Southern Rep., 30.) 


Maine.—Reconstruction of Bridges—Authority of Railroad 
Commissioners. 

Under Rev. St., Chap. 51, Sec. 75, which gives the Board 
of Railroad Commissioners power over the repair, mainte- 
nance and construction of town bridges used in the opera- 
tion of electric cars and. authorizes the board to apportion 
the matter of expense of improvements, the board is em- 
powered to direct an electric railroad company to renew 
an old bridge. This bridge was originally maintained by 
the town as a highway bridge but was condemned by the 
commissioners because it became weakened by subsequent 
construction and operation of the railroad. The board 
properly ordered the town to pay the railroad company 40 
per cent of the cost of the improvement, not exceeding a 
stated sum, and said that the company should maintain the 
planking between its rails, the town maintaining all plank- 
ing for the roadway, and that all other expenses of repair 
and maintenance be borne by the company equally with the 
town. This was sustained. (Bangor Ry. & Electric Co. 
v. Inhabitants of Town of Orono, 84 Atlantic Rep., 385.) 
Massachusetts.—Constitutional Law—Railroad Rate Regu- 

lations. 

In order to make invalid, as a taking of property without 
due process of law, St. 1910, Chap. 567, providing that the 
rates of transportation of pupils of the public schools or 
industrial schools shall not exceed one-half the regular fare 


from Taxation—Public Service 


charged the other passengers, the legislative rate must be 
so small as to cause the carrier to perform the service re- 
quired by statute at a loss, provided the total net earnings 
of the company yield a reasonable return upon the value 


of the corporate property as a whole with regard to the 
purpose of the burden imposed by the statute. (Common- 
wealth v. Boston & N. St. Ry. Co., 98 Northeastern Rep. 
1075.) 


New Jersey.—Power of City to Enact Stop !cenlations, 
‘The ordinance by. virtue of which the Public Service 

Railway Company has the right to operate its str-*t rajl- 

way in certain streets of the city of Camden containg a 
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provision that “all cars shall stop at street crossings clear 
of said crossings on signal to let off and take on pas- 
sengers.” The city charter of Camden authorizes the City 
Council to pass ordinances to regulate the streets of the 
city and to prescribe the manner in which corporations or 
persons shall exercise any privilege granted to them in the 
use of any street. Held, that City Council had power to 
enact an ordinance compelling the railway company to stop 
each railway car operated by it on the near side of each and 
every street crossing, as such car approaches such crossing, 
to take on or let off passengers. (City of Camden v. Public 
Service Ry. Co., 82 Atlantic Rep., 609.) 

New York.—Obligation to Build Under Franchise. 

Where a street railway company accepted its franchise 
and built a substantial portion of its route it was estopped 
thereafter to claim that it was under no legal obligation 
to complete the same, nor was its right to build lost by 
mere delay, unless by reason thereof a forfeiture had been 
enforced or the grant canceled, nor was the right of the 
public to compel an extension under the franchise affected 
by the delay of public officers in compelling the construc- 
tion of such extension. (Public Service Commission of 
First Dist. v. New York Rys. Co., 136 New York Sup., 720.) 


LIABILITY FROM NEGLIGENCE 


Alabama.—Injury to Passenger from Rowdy—Negligence 
of Conductor and Negligence of Motorman. 

Where a negro passenger on a street car shot into the car 
on leaving it, after a difficulty with the conductor, the con- 
ductor’s act in leaving the car to preserve his own safety 
would rather tend to draw the fire away from the car and 
was not negligence which would support an action for the 
death of a passenger. But when the motorman threw his ~ 
controller lever at him the act of the motorman was such a 
violation of his duty to the passengers as would render the 
company liable for the death of one who was shot. Gooch 
v. Birmingham Ry., Light & Power Co., 58 Southern Rep., 
108.) 

Alabama.—Injuries to Person on Track. 

A motorman in charge of a car could presume that a per- 
son who apparently saw the approaching car would remove 
himself from danger, until by his conduct he showed that it 
was not his purpose so to do. The motorman need not be- 
gin to stop his car until it becomes reasonably manifest that 
the person will not, or cannot, extricate himself from 
his peril. (Birmingham Ry., Light & Power Co. v. Saxon, 
59 Southern Rep., 586.) 


California—Master and Servant—lInjuries 
Trolley Tender. 

Where the general foreman of construction of a street 
railway company ordered a messenger boy who had been 
sent to him to act under his orders to serve as a trolley ten- 
der and told him to act under the orders of the motorman, 
not only was the foreman a vice-principal as to the boy but 
so was the motorman, and in neither case would his right a 
to recover for injuries be lost because of the negligence of 
either of those. Their negligence was that of the master. 
(O’Connell v. United Railroads of San Francisco, 124 Pa- 
cific Rep., 1023.) 

Colorado.—Negligence of Driver Not Imputable to Occu- 
pant of Carriage. 

Negligence of the driver of a public or private conveyance + 
in crossing a street car track without looking is not imput- q 
able to a passenger, so as to affect the latter’s right to re- 
covery against a third person for personal injury, unless the 
relation of master and servant, or principal and agent, or 
association in a common enterprise, existed. (Denver City 


Tramway Co. v. Armstrong, 123 Pacific Rep., 136.) 


{ be we 
Connecticut.—Standing Between Seats on Open Cars. y 
A passenger on an open street car who voluntarily rides — 
standing between two seats assumes the manifest incon- 
veniences and risks incident to proper operation of the cars, 
but in so riding he is not guilty of such contributory ne 
gence as prevents recovery for injury resulting from n 
gent operation of the car. me rae 
Employees in charge of a street car so crowd 
of the passengers are required to stand are bo 
the car in view of that fact. (Kebbee pee 
pany, 84 Atlantic Rep. 320.) 


to Servant— 
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Cunnecticut.—Definitions of Contributory 

Proximate Cause and Last Clear Chance. 

Contributory negligence to bar recovery must have been 
the proximate cause of the injury. 

The “proximate cause” of an event judicially considered 
may be abstractly defined as that which in a natural se- 
quence, unbroken by a new and intervening cause, produces 
that event and without which that event could not have 
occurred. It must be an efficient act of causation, sepa- 
rated from its effect by no other act of causation. 

Where a person places himself in peril of an agency 
operated by another but in time to enable the latter by using 
reasonable care to avoid the injury, negligence of the latter 
will be deemed the proximate cause of the accident, though 
means of escape were open to the injured person by using 
reasonable care if it was apparent to the other person that 
he would not avail himself thereof. 

An injured person’s negligence must be deemed the 
proximate cause of his injury where it continued as an active 
agent in producing the conditions under which his injury 
was received down to the time of its occurrence, or at least 
until it was too late for the other, with knowledge of his 
peril, to save him by using reasonable care. (Nehring v. 
Connecticut Company, 84 Atlantic Rep., 301.) 
Iowa.—Negligence at Crossing. 

It cannot be said as a matter of law that a motorman on 
approaching a railroad crossing is justified in crossing at 
the signal of the watchman without himself exercising any 
caution to see whether a train is approaching. (Cocke v. 
Des Moines City Ry. Co., 136 Northwestern Rep., 221.) 
Louisiana.—Negligence of Driver—Injury to Third Person. 

Where the plaintiff was injured by reason of a collision 
at a street crossing between a hired carriage in which she 
was riding and an electric car, and the evidence showed that 
the proximate cause of the accident was the negligence of the 
driver of the carriage in attempting to cross the track in 
front of the approaching car, held, that the employer of the 
driver was liable in damages to the plaintiff, although he had 
hired the conveyance for the day to another undertaker. 
(Cartwright v. New Orleans Ry. & Light Co. et al., 50 
Southern Rep., 124.) 

Louisiana.—Personal Injuries—Exemplary Damages. 

In an action against a street railroad company for the 
negligence of its motorman, punitive damages are not re- 
coverable. (Munster v. New Orleans Ry. & Light Co., 59 
Southern Rep., 39.) 

Maine.—Contributory Negligence of Child—Question for 
Jury. 

Though the court can say, as a matter of law, that there 
is an age at which a child cannot exercise any care under 
the circumstances, and also an age when the court can say, 
as a matter of law, that a child is capable of exercising some 
care under the circumstances, between these limits are the 
ages where it is for the jury to determine the capacity of 
the child to exercise care for itself. Grant v. Bangor Ry. 
& Electric Co., 83 Atlantic Rep., 121.) 
Massachusetts.—Injury to Passengers Standing on Running 

Board. 

Plaintiff was compelled to ride on the left-hand run- 
ning board because of the crowded condition of the car, 
his fare being taken up while he was standing in that 
position. As the car came to an elevated junction point 
passengers, in accordance with their custom, began to 
rush from the running board on which plaintiff was stand- 
ing across the tracks to an elevated train, and several of 
the passengers, coming forcibly toward plaintiff, broke 
his hold on the stanchion and carried him over to the 
opposite track, where he fell, injuring himself. There was 
also evidence that such rushes were not only customary 
but could have been prevented by the construction of a 
rail along the left-hand side of the cars, or by a fence 
at the junction point, either of which was feasible. Held 
to show actionable negligence on the part of the carrier. 
(Coy v. Boston Elevated Ry. Co., 98 Northeastern Rep., 
1041.) 

Michigan.—Master and Servant—Injuries to Conductor 
in Carhouse. : 

A street railway conductor was guilty of contributory 
negligence barring recovery for injury received, through 


Negligence, 
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sudden movement of a car standing on a carhouse track 
when he placed the trolley on the wire, where he did not 
first ascertain whether the switch which communicated 
power to the car was on or off, as required by the com- 
pany’s rules. (Drouillard v. Detroit United Ry., 136 
Northwestern Rep., 373.) 


Minnesota.—Passenger Struck by Obstruction—Window 
Barriers. 

Plaintiff while a passenger on a street car became 
nauseated, put his head out of an open window of the 
car and was struck by an upright plank used as sheathing 
in a sewer being constructed. It is held that it did not 
conclusively appear from the evidence that defendant was 
free from negligence in not warning passengers of the 
obstructions in close proximity to the tracks or in not 
screening or placing barriers on the windows of the car. 
(Lacey v..Minneapolis St. Ry. Co., 136 Northwestern Rep., 
878.) 

Missouri.—Passenger Alighting from: Moving Car—Care 
Required of Child. 

The motorman of an electric car was not negligent in 
increasing the speed of the car as a passenger was alight- 
ing, when he had not received a signal by any one warn- 
ing him that a stop was desired. But the company was 
liable for the accident since the conductor was negligent 
in failing to see that a passenger was about to alight and 
in failing to give such signal, especially where the pas- 
senger had told the conductor that he wanted to alight 
at that point, and where he was the only passenger on the 
car. 

In determining whether an act of a twelve-year old 
boy constitutes negligence, the standard by which it is 
to be measured is not the degree of care to be reasonably 
expected of an ordinary prudent man but the care to be 
reasonably expected of an ordinarily prudent boy of his 
age. 

The court cannot specify the age at which a child shall 
be held liable for his acts in the same way as a person 
of maturity, since the peculiar circumstances of the par- 
ticular case, his knowledge and experience with respect 
to those circumstances and his capacity to appreciate the 
danger, as well as his age, must be taken into consideration. 
(Moeller v. United Railways Co., 147 Southwestern Rep., 
1000. ) 

North Carolina.—Alighting from Moving Car. 

A street car passenger attempting to alight from a slowly 
moving car approaching a place to stop to permit passen- 
gers to alight is not as a matter of law guilty of contribu- 
tory negligence precluding a recovery for injuries sustained 
by being thrown from the car, but the question of contribu- 
tory negligence is for the jury. (Thorp v. Durham Trac- 
tion Co., 74 Southeastern Rep., 644.) 


Oregon.—Collision with Child—lInstructions. 

In an action against a street railroad company for 
death of a child which was struck by a car it was proper 
to instruct that if the child appeared upon the track so 
suddenly and unexpectedly that the accident would have 
happened though the car was going at a lawful rate of speed 
and though a proper fender had been maintained on the 
car, the fact that the car was running at an excessive speed 
and proper fenders were not maintained should not be 
considered as material. (Cerrano v. Portland Ry., Light & 
Power Co., 126 Pacific Rep., 38.) 


Pennsylvania.—Injury at Crossing to Near-Sighted Person. 
Where a woman on a clear day approaches a street rail- 
way track where there is a view of the track for more thati 
a mile in the direction of an approaching car and is struck 
the instant she goes on the track, she is guilty of contribu- 
tory negligence and is not relieved from that charge be- 
cause she was near-sighted. (Flynn v. Pittsburgh Rys. 
Co., 83 Atlantic Rep., 207.) 
Texas.—Crowded Car—Passenger Jostled from Car. 

It is not negligence per se for a street railway company 
to allow a car to be overcrowded. 

In an action for injury from being jostled from a street 
car, evidence that some parties did not have seats in the 
car was insufficient to show that the company negligently 
permitted it to be overcrowded. (Osteen v. Dallas Consol. 
Electric St. Ry. Co., 145 Southwestern Rep., 643.) 
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News of Electric Railways 


The Question of Discipline at Cleveland. 


In the controversy between the Cleveland (Ohio) Rail- 
way and the street railway men’s union over the suspen- 
sion of conductors and motormen on the charge of pass- 
ing people at the regular stops and failing to make sched- 
ule time, Elroy M. Avery has been selected to represent 
the men and Attorney Charles Higley to represent the 
company. These men have been unable to select a third 
arbitrator, however, and seemingly that duty will devolve 
upon Federal Judge Day. 

Street Railway Commissioner Witt states that on Jan. 
I, 1913, a rerouting plan will be put into effect that will 
remove the terminals of eight lines from the Public 
Square. All far-side stops in the downtown district will 
be abolished at the same time. Mr. Witt believes these 
changes will enable the cars on all lines to make better 
time. The additional 100 trailers will be delivered about 
March 1, 1913. It will be possible then, Mr. Witt thinks, 
to improve the service materially on all lines. 


Adjustment of New York Subway Differences. 


Colonel Timothy S. Williams, president of the Brook- 
lyn (N. Y.) Rapid Transit Company, explained on Dec. 
24, 1912, why his company had yielded at the last mo- 
ment to the demands of the city in the preparation of the 
operation contracts for the dual subway system. Col. Will- 
iams said: 

“We yielded not because we thought the attitude of the 
Public Service Commission and Board of Estimate was 
fair or right, but because we did not feel that the contract 
should fail entirely on account of the differences over this 
question. There were, of course, other questions which 
have not been publicly discussed, and inasmuch as an oral 
agreement was reached as to these there is no necessity 
of referring to them in detail. This oral understanding 
is being incorporated in writing, and assuming that the writ- 
ten form reflects accurately the understanding of the con- 
ferees there would seem to be nothing now in the way 
of the speedy consummation of the contract.” 

The difficulty arose over the payment of the interest on 
the $40,000,000 borrowed by the Brooklyn Rapid Transit 
Company on Oct. 1, which has been lying idle in the 
banks. The company paid 6 per cent for the money. It 
insisted that the interest should be charged to the ‘con- 
struction account. The city and the Public Service Com- 
mission objected. Mr. Willcox suggested as a compro- 
mise that interest on whatever part of the $40,000,000 was 
not used in any one year for subway work should be paid 
out of construction money, as the Brooklyn Rapid Transit 
Company wished, but ultimately the company should pay 
back the money out of its share of subway earnings... In 
this way there will ultimately be a charge .of $1,300,000 
against its share in the earnings of the new subways. 


Boylston Street Subway Progress at Boston 


The Boston Transit Commission has made public. plans 
and specifications inviting bids from contractors for the 
construction of the Copley Square station and fourth sec- 
tion of the Boylston Street subway, which is being built by 
the board between the outer Back Bay and the business 
district. The first and third sections are about 80 per cent 
completed, and when the fourth section is started about 1.2 
miles of the tube will be under construction. In the work 
between the western p ors il of the subway in the Charles- 


gate district and y Square electric power is being 
used extensively by the Hugh Nawn Contracting Company 
in the operation of compressors, field carpentry and 
metal-working machinery, a conerete mixer, hoists and 


cableways, about 750 hp i motors being * service and 


consuming about 125,000 kw-i nonth, including lighting. 
The work is being pushed with the minimum interruption 
of trafic. The eepiey y Square station will be located be- 
neath ‘Boylston Street wit! ‘yered platicrms 350 ft. 
long and sidewalk evar eho harvénizing with the sure 


Pe 
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roundings. The construction of the fourth section involves 
the excavation of 90,000 cu. yd. of material and the placing 
of 23,000 cu. yd. of concrete and 1400 tons of steel. . The 
roof of the subway will be from 7 ft. to 13 ft. below the 
street surface. Bids are to be opened by the board Dec. 24 
and the work is to be completed by Dec: 31, 1913. Detailed 
plans of the stations to be built under or near Boston 
Common at Park Street, Tremont and Boylston Streets are 
now being studied by the commission, 


The New Haven Company’s Position 


In a statement which he made on Dec. 20, 1912, in the 
Boston American and other papers, C. S. Mellen, president 
of the New York, New Haven & Hartford Railroad, re- 
ferred in part as follows to the electric railways which the 
company controls and to its electrification work: 

“The public is entitled to knowledge concerning the 
policy under which every department of the New Haven 
road is conducted, and the point as to who raises the doubts 
in the public mind is not so material as it is that there shall 
be clear public vision respecting the character, aims and 
policy of the New England lines management. The most 
widely spread and deeply rooted slander against the New 
Haven management and myself personally is that I agreed 
in writing, through Mr. Choate, our attorney at the Massa- 
chusetts State House, never to buy any more electric rail- 
way properties in Massachusetts and later broke this agree- 
ment. No such promise or agreement was ever made, but 
I can well understand how from proceedings before and 
correspondence with a legislative committee, which pro- 
ceedings and correspondence were not fully set forth to 
the public, misconceptions could easily arise and in later 
years do duty in privately promoted agitation. 

“What was agreed to and fully set forth in pages of cor- 
respondence was that, pending consideration of proposed 
legislation that would enable the New York, New Haven & 
Hartford Railroad to give the people of western Massa- 
chusetts greatly increased transportation facilities by per- 
mitting the New Haven, as a Massachusetts corporation, to 
own shares in electric railways, the New Haven would take 
no further proceedings in this development while the mat- 
ter was under consideration by the committee and the Leg- 
islature, except as specified for certain construction work 
and contracts then under way. 

“Details of all the plans of purchases, extensions and 
constructions were fully set forth in this correspondence, 
particularly in a long letter of June 27, 1906, in which it was 
distinctly set out that while this legislation was pending 
we would suspend these negotiations. The Legislature ad- 
journed without action, and both the State and the railroad 
were as free as before. The Attorney General of the 
State instituted proceedings against us as a Massachusetts | 
corporation illegally holding shares in electric railways 
and we have struggled along as best we could for the last 
six years in an endeavor to give western Massachusetts the 
transportation facilities which have been demanded for 
many years.. If the courtesy of the press is again extended 
to.me I shall .be pleased to submit to the public the entire 
correspondence which was placed in the files of the rail- 
road committee in 1906 and which for more than six years 
has been misrepresented before the people. An agreement 
to suspend action while legislation is pending certainly 
terminates when the Legislature adjourns and the ending 
of the agreement is somewhat shown by the action of the 
State in not only terminating legislation but in beginning 
litigation. In brief I may say that no electric railway has 
been bought by the New Haven road to suppress competi- 
tion. On,the contrary, the electric railway investments 


have been made to promote it and such lines have been as 


many times extended directly parallel to the New Haven — 
steam lines. Just as our steamship lines carry the coars 
freight of New England farther and cheaper they our 


our steam trains and expensive terminals arid carr 
passengers nearer to their homes and at less cost an 
fares than could possibly be done on our steam r 


ae a 


DECEMBER 28, I912.] 


“The New Haven railroad is accused of having promised 
electrification for Boston and breaking that promise. 
When a merger of the Boston & Maine and the New Haven 
was under consideration by the commission on commerce 
and industry about five years ago the New Haven was 
asked what it would do if it were permitted to make the 
merger. The New Haven said to the public through that 
commission that if it were permitted to merge the proper- 
ties and go on with its plans as contemplated it would 
agree that within five years it would electrify the railroads 
within the metropolitan district of Boston. The commis- 
sion did not recommend the plan of the New Haven com- 
pany. On the contrary, it refused to recommend legisla- 
tion for the unification of the properties but submitted a 
plan. which was not acceptable to the New Haven and 
which was rejected by the Legislature. All plans for elec- 
trification since submitted, except for the Boston & Provi- 
dence line, have been rejected by the Legislature. I may 
offer in all good faith to do many things, but I cannot per- 
form if you persist in tying my hands. No other road is 
so far advanced toward electrification. Experts from all 
countries in the world have been sent to note our progress 
and have been most complimentary in their comments on 
what they have seen and especially on our track and struc- 
tures.” 


Minimum Wage Fixed for Women Employees 


Beginning on Jan. I, 1913, the Public Service Corporation 
of New Jersey will put into effect a minimum wage rate 
of $9 per week for female employees of the corporation 
and its allied companies, including the Public Service Rail- 
way. The new order will benefit a large number of young 
women now in the service of the company whose compensa- 
tion is less than $9 weekly and will be applicable to those 
hereafter employed. Thomas N. McCarter, president of the 
company, issued a statement in part as follows: 

“The decision to raise the standard of compensation was 
reached as the result of an investigation made by the wel- 
fare committee at the direction of President Thomas N. 
McCarter. Scores of young women are employed by the 
Public Service Corporation in various capacities. Their 
tasks are not arduous, the duties being chiefly of a light 
clerical nature. The hours of employment are not long 
or burdensome. Their working environment is ideal. The 
corporation furnishes wholesome midday lunches for its 
home office force including the girls, without charge and, 
taken all in all, the positions are so attractive that there 
never has been a dearth of applicants for the infrequent 
vacancies in the past at the prevailing rate of wages. 

“In pursuing its policy of promoting the material well- 
being of its employees, however, the company, through its 
president and welfare committee, gave serious considera- 
tion to the problems which confront the average young 
woman who must needs support herself and whose natural 
instincts are to preserve her self-respect and jealously 
guard her good name. A careful investigation led to the 
conclusion that a young woman could supply herself with 
the necessaries of life, so that she could live decently and 


have a fair margin for ordinary comforts on an income of 


$9 a week. That she could do so on a less sum and be 
free from the pitfalls and temptations which beset young 
women who are thrown in contact with the world was not 
so obvious. 

“While the Public Service Corporation has been paying 
its young women employees a rate of wages which com- 
pared more than favorably with the compensation given 
for equal ability and service in other lines of activity, its 
minimum wage rate was below $9 weekly but its maxi- 
mum much higher than that. In the investigation which 
was made the law of supply has ever exceeded the demand 
under the conditions which heretofore existed, and in the 
conclusion reached the question of economy of operation, 
important and essential as that question is _in the 
management of such.vast enterprises as the Public Serv- 
ice Corporation, was made secondary to. the element of 
moral uplift involved in the conferring of a liberal living 


: wage. 


“From a non-sentimental, strictly dollars-and-cents view- 
point, the company was not called upon thus to add to its 
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financial burdens to the extent of thousands of dollars an- 
nually, but the president and directors have cheerfully pro- 
vided for the additional outlay, accepting it in the light ot 
a moral obligation, conscious of the fact that their action 
will be heartily approved by the stockholders as one 
prompted by lofty motives, high ideals and thoroughly in 
accord with the fixed policy of the Public Service Corpora- 
tion toward its loyal employees.” 


Extensions Proposed by the Connecticut Company 


The Connecticut Company, New Haven, Conn., has an- 
nounced plans for a number of important extensions in New 
Haven and other cities in which it operates. At the same 
time the Housatonic Power Company and the Connecticut 
Railway & Lighting Company announce they will ask the 
General Assembly of Connecticut for important extensions 
of their rights in various sections of the State. The Connec- 
ticut Company will petition the Legislature for the right to 
build a new line in New Haven from a connection with the 
company’s tracks in Derby Avenue northerly through Yale 
Avenue to Edgewood Avenue, or easterly of Yale Avenue 
on private or public property, with the right to build and 
operate the necessary curves, crossovers, loops, etc., to 
serve the new Yale athietic field which it is expected will 
be completed before next fall. The company wants to build 
also from the tracks at the intersection of Water and East 
Streets, along East Street to a connection with the pres- 
ent tracks in East Street, and from a connection with the 
tracks in Grand Avenue at Clinton Avenue, northeriy along 
Clinton Avenue to Bailey Street, also from a connection 
with the tracks at Whalley Avenue and Norton Street, 
northerly on Norton Street to Crescent Street. In Fair 
Haven the company desires to build a iine from a connec- 
tion with the New Haven railroad northerly of Werwick 
Street, to Werwick Street and westerly through the street 
to Quinnipiac Avenue and Lancraft Street, or Ferry Street, 
or through private right-of-way and intersecting streets, be- 
tween Lancraft Street and Ferry Street, to a connection 
with the tracks of the company in Farren Avenue. 
In Hamden the company wants to build a line 
from a connection with the tracks in Dixwell Avenue, west- 
erly through Arch Street and Fitch Street, or in the high- 
ways adjacent thereto, or across private right-of-way, to 
Pine Rock, so called. 

The Housatonic Power Company will petition the Legis- 
lature for the right to build a dam across the Housatonic 
River, between Pootstuck River and Southville, another 
dam between the one first mentioned and Lovers’ Leap, so 
called, and for one across Shepaug River, near Roxbury 
Falls. 

The Connecticut Railway & Lighting Company will ask 
for extensions of its lines in Norwalk, South Norwalk, 
Fairfield, Bridgeport, Stratford, Milford, Berlin, New Bri- 
tain, Ansonia, Orange and other towns. 


James D. Mortimer on Street Railway Problems 


James D. Mortimer, president of The Milwaukee Electric 
Railway & Light Company, Milwaukee, Wis., discussed 
street railway problems in general recently in the Milwau- 
kee Free Press in part as follows: 

“As a general proposition there is no panacea for street 
car ills any more than there is for bodily ailments. Each 
apparent difficulty must be diagnosed and the remedy ap- 
plied. Every change in conditions brings with it a prob- 
lem all its own. Conditions existing a few years ago prob- 
ably will have so changed to-day that a solution developed 
for problems obtaining at that time may not be wholly ade- 
quate to-day. 

“Any apparent difficulties surrounding street railway 
operation in Milwaukee are not serious when compared 
with the difficulties obtaining in many other cities in the 
country. While the conditions existing to-day in Milwau- 
kee present certain physical difficulties in the way of main- 
taining uniformity of headway, such as railroad grade cross- 
ings and uncontrolled bridge openings, the layout of the 
city is such as to make possible the rendering of adequate 
service without undue congestion during the rush hours 
upon the heavy traffic streets. - 
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Good street railway transportation service involves, prin- 
cipally, adequate trackage to reach all parts of the city with- 
ut too long walks, schedule speed as high as is consistent 
with safety, proper routing of cars in order to convey the 
passengers from their point of origin to their destination 
within the shortest possible distance with the minimum 
transferring, sufficient cars passing through the territory 
within a definite period of time to care adequately for the 
traffic, regularity of headway, reliable and comfortable 
equipment and courteous passengers and trainmen. 

“High yet safe schedule speed requires the rapid move- 
ment of passengers in boarding and alighting from cars. It 

may be increased without serious inconvenience by reducing 
the number of stops and by the traffic distribution itself 
on cars other than the first one. An approximation to ex- 
press service can be reached by eliminating alternate 
stops. 

Proper routing involves not only the street or streets but 
also the ends of the route. Routes should so far as practica- 
ble be ‘through,’ not only in the interest of economy, but 
also in the interest of through passengers. A transfer is in- 
convenient, results in delay and possesses a certain hazard. 
Tripper, or extra rush-hour, service should begin where the 
traffic originates. 

“The comparative numbers of city and interurban cars 
in operation in Milwaukee at this season for the years I9I2, 
191m and 1910 are reported to be 438, 412 and 393. This 
shows a substantial increase, probably in a ratio greater 
than the increase in number of passengers. The two-car 
trains of motor and trail car have large passenger carrying 
capacity, and when thrown in on the line at the time of 
greatest rush rarely leave any prospective passengers be- 
hind. Denver and Washington have for years used trailers 
during rush-hour travel, and Cleveland and St. Louis, 
among other cities, are placing such trains in operation. 

“As to the best type of car, there was never so much 
diversity of opinion as exists to-day. There are the advo- 
cates of the stepless car, the double decker, the near-side, 
the center-entrance, the pay-as-you-leave, etc., and there 
are a few of each of the new types in use. Only experience 
over an extended period of time will determine what parts 
of these innovations are to remain permanently in car de- 
sign. Practically all Milwaukee cars are of modern design 
and there should be no well-grounded complaint on the 
score of antiquated rolling stock. 

“There are sections of the city that are now not ade- 
quately served, or where the walk to a car line is unreason- 
ably long. Service in these localities should be provided 
for in the near future, if it is desired to give these sections 
of the city convenient transportation.” 


Boosting Toledo 


The bulletins requesting employees of the Toledo Rail- 
ways & Light Company, Toledo, Ohio, to take every pos- 
sible means to facilitate travel during the holiday shopping 
season, as referred to in the Erecrric Ramway Journat of 
Dec. 21, 1912, page 1255, were posted after the company had 
started its “Before Five” Club and after it had asked the 
shoppers to assist in every way in handling the Christmas 
tush and not to endeavor to take unusually large bundles 
on the cars. The Toledo Railways & Light Company en- 
deavors to have a hand in all civic movements which tend 
to advertise the city or make it greater and better. Every 
Christmas all interests in Toledo combine in a huge Santa 
Claus club, which is entirely undenominational. Without 
saying anything about it, the company this year put in the 
front of every one of its cars a poster in two colors appeal- 
ing for contributions to the Santa Claus club. This poster 


had a marked effect in stimulating interest in the move- 
ment and evoked much favorable comment, 

The city recently held a reception for Mayor Brand Whit- 
lock, who lately returned from abroad. The demonstration 
was made entirely non-p eee and was intended simply 


as a welcome home on the part of all the citizens to their 
chief executive. There was a par: sie from the depot when 
the Mayor arrived and a public eception in the evening. 
The day the Mayor arrived the company placed on the out- 
side vestibule in the frame especially provided for the 
pasteboard signs’a poster reading in the national colors, 
“Welcome home, Mayor Whitlock!” This was perhaps 
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the most conspicuous thing about the entire reception, for 
the cars carried the signs where no one could help seeing 
them. 


Louisiana Sons of Jove.—The Louisiana Sons of Jove are 
to hold a rejuvenation and a street parade at New Orleans 
on Feb. 1, 1913. F. B. Stone is statesman for Louisiana. 


Mazda Lamps for Chicago Cars.—The Chicago (Ill.) 
Railways has decided to replace all the carbon lamps with 
117-volt, 23-watt clear-globe, drawn-wire Mazda lamps of 
the street. railway type, provided with Edison base, as a 
result of tests made recently with this type of lamp. The 
company expects to get 9000 hours from each. It will re- 
quire approximately four months to make the change, as 
the company will substitute the Mazda lamps for the car- 
bon lamps only as fast as.renewals are required. 


Recent Action in Traction Matters by Chicago City Coun- 
cil—The Chicago City Council has passed an order direct- 
ing the board of supervising engineers to take up with the 
engineers of the traction companies the question of re- 
moval of useless loops and switchbacks in the Loop district. 
An order has also been passed authorizing the city finance 
committee to appropriate $22,500 to be used for making 
the survey of all the rights-of-way of railroads entering 
Chicago. The purpose of this survey is to determine in 
what instances the railroads are illegally occupying public 
property. The City Council has also instructed the local 
transportation committee to prepare an ordinance requiring 
all elevated railroads to provide shelters on their station 
platforms for the protection of passengers. 


Progress of Kansas City Valuation Report.—Bion J. 
Arnold, who was retained to report on the value of the 
property of the Metropolitan Street Railway, Kansas City, 
Mo., was quoted by the Kansas City Journal recently as 
follows in regard to the progress of the work: “I am in- 
clined to think that the report on the valuation will be 
made soon. I am here to check over the work of my as- 
sistants, who have practically completed the valuation. 
There is some question, however, as to whether it would 
not be better to postpone that report until we can report 
on the rehabilitation of the system. That commission was 
given me just recently and we have not had time to begin 
work upon it. Whether the two reports are made to- 
gether will no doubt depend somewhat upon the city’s 
wishes in the matter.” 


Pittsburgh Subway Ordinance Recommended.—By a vote 
of five to four the service and surveys committee of the City 
Councii of Pittsburgh, Pa., on Dec. 18, 1912, returned the 
subway ordinance which had previously been passed at first 
reading to Council with an affirmative recommendation, 
after two minor amendments had been made and the name 
of the Pittsburgh Subway Company had been inserted in 
the blank space left in the measure for the insertion of the 
name of the company which was willing to accept its pro- 
visions. A. E. Anderson, representing the Pittsburgh Dis- 
trict Railroad, says that his letter was misconstrued and not 
taken as one of acceptance. He further declared that since 
Council has attached other amendments after the letters 
had been received from the bidding companies, the matter 
is entirely reopened and the ordinance which was accepted 
is by no means the ordinance as it now stands. 


Suit to Restrain Duluth from Threatening Company.— 
The Central Trust Company, New York, N. Y., trustee of 
the bonds of the Duluth (Minn.) Street Railway, has filed 
in the United States Court at Duiuth a suit in equity to 
restrain the city from threatening the company with action 
to invalidate its franchise grant. The petition for an in- 
junction is based on the allegation that the bringing of an 
action, or the continued threats to bring an action, to in- 
validate the franchise of the city is impairing the market 
value of the bonds, in which the Central Trust Company _ 
is interested. It will interfere with the operation of the — 
street railway and prevent the company from earning money _ 
to pay the interest on the bonds, it is alleged. It will 
prevent the raising of further money for extensions. j 
City Council of Duluth recently voted to appropriate $ 
to retain Kellogg, Davis & Severance, St. Paul, tc 
the city attorney in an action to test the \ 
company’s franchise. °* ~ : 
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President Urges Public Service Commission for the Dis- 
trict of Columbia.—On Dec. 20, 1912, President Taft sent to 
Congress a special message in which he urged that legisla- 
tion should be passed to create a public service commission 
to have jurisdiction over the public utilities which operate 
in the District of Columbia. The message dealt particularly 
with matters affecting the District and its residents. Re- 
ferring to the question of the control of the corporations 
which operate public utilities within the District, the Presi- 
dent said: “One of the most crying needs in the govern- 
ment of the District is a tribunal or public authority for the 
purpose of supervising the corporations engaged in the 
operation of public utilities. Such a bill is pending in 
Congress and ought to pass. Washington should show 
itself, under the direction of Congress, to be a city with a 
model form of government; but as long as such authority 
over public utilities is withheld from the municipal govern- 
ment it must always be defective.” 


Seattle Municipal Line Seeks Extensions.—Scott Cal- 
houn and Joseph Parkin, receivers of the Seattle, Renton 
& Southern Railway, Seattle, Wash., have served notice 
on A. L. Valentine, superintendent of public utilities of 
Seattle, Wash., that no attempt should be made on the part 
of the city to interfere with any franchise rights or with 
the existing lines at Third Avenue and Stewart Street, 
Seattle, owned and operated by the company. The first 
division of the city electric railway, extending from Third 
Avenue and Stewart Street to Salmon Bay at Thorndyke 
Avenue, is now under construction, and Mr. Valentine 
asked the Seattle, Renton & Southern Railway for per- 
mission to make a physical connection with it at Third and 
Stewart Streets. The line now under construction by the 
city is designed to run on Third Avenue between Blanchard 
and Stewart Streets, a distance of three blocks, to connect 
with the Seattle, Renton & Southern Railway, which the 
Council has instructed the city to condemn. 


PROGRAM OF ASSOCIATION MEETING 
American Wood Preservers’ Association 


The ninth annual convention of the American Wood 
Preservers’ Association will be held at the Hotel Sherman, 
Chicaco,, Lik son -Jan. 21) 22 and 23, 1913, Among the 
papers to be presented are the following: 

“Natural and Artificial Seasoning of Douglas Fir for 
Treatment,” by F. D. Beal, manager St. Helen’s Creosoting 
Company, Portland, Ore. 

“Safe Steaming Temperatures,” by R. L. Allardyce, super- 
intendent International Creosoting and Construction Com- 
pany, Texarkana, Tex. 

“Comparison of Zinc Chloride with Coal-Tar Creosote for 
Preserving Cross Ties,’ by Howard F. Weiss, assistant 
director Forest Products Laboratory, Madison, Wis. 

“Preservation of Lumber for Car Construction,” by J. H. 
Waterman, superintendent of treating plant Chicago, Bur- 
lington & Quincy, Galesburg, IIl. 

“Efficiency in Handling Ties, Timber and Piling at Treat- 
ing Plants,” by A. M. Smith, superintendent Ayer & Lord 
Tie Company, Argenta, Ark. 

“Treating Plant Design,’ by G. B. Shipley, president 
Pittsburgh Wood Preserving Company, Pittsburgh, Pa. 

“Twenty-six Years of Creosoting,” by J. C. Haugh. 

“Merits of Various Woods for Paving Purposes,” by 
H. G. Davis, Creosoted Wood Paving Block Association, 
Chicago. 

“Care and Treatment of Floors,” by George W. Saums. 

A short paper descriptive of experimental treatment of 
ties with and without initial air pressure will also be pre- 
sented by R. S. Belcher. Among the topics for discussion 
will be “Objections to Wood Paving Blocks and How to 
Overcome Them.” 

The order of the program will be as follows: 

Tuesday morning—Formal opening; secretary’s report, 
president’s address, communications and committee reports. 

Tuesday afternoon—Preservatives. 

Wednesday morning—Plant operation and miscellaneous. 

Wednesday afternoon—Ties, timbers, piling, poles and 
cross-arms. ; 

Thursday morning—Paving blocks. 

Thursday afternoon—Business session, election of offi- 


ELECTRIC RAILWAY JOURNAL 


1285 


Financial and Corporate 


Stock and Money Markets. 
: —— Dec. 24, 1912. 

There was very little trading on the New York Stock 
Exchange to-day, due largely to the coming holiday, The 
total sales to-day amounted to only 119,060 shares. The 
second and third most active stocks were Brooklyn Rapid 
Transit and Third Avenue. Brooklyn Rapid Transit 
gained 234 points and Third Avenue 3% points. Activity 
in Brooklyn Rapid Transit was attributed to the rumors 
of a probable increase in the dividend rate from 5 per cent 
to 6 per cent. Rates in the money market to-day were: 
Call, 5@8 per cent; sixty days, 534@6 per cent; ninety days, 
5%@5% per cent; four months, 5144@5% per cent. 

Trading in Philadelphia to-day was broad and the 
volume of transactions fair. The tractions received more 
than their share of attention. 

In Chicago the market was narrow and dull. 
a fair demand for bonds. 

In Boston the only railroad sales recorded to-day were 
in Massachusetts Electric issues and in New York, New 
Haven & Hartford stock. The market for bonds was very 
dull. 

There was practically no market to-day in Baltimore for 
stock. The feature of the bond market was the sale of 
$18,000 of the United Railway 4’s at 837%. 

Quotations of traction and manufacturing securities as 
compared with last week follow: 


There was 


Dec. 18 Dec. 24. 
American Brake Shoe & Foundry (common).......... 94 93% 
American Brake Shoe & Foundry (preferred)........ 136 132% 
American Cities Company (common)............s.. 48 471% 
American Cities Company (preferred)................ 82 a98y 
American Light & Traction Company (common)...... 400 400 
American Light & Traction Company (preferred).... 107% 107% 
Amertear Railways! Company oss sccrercecs teu ceed ne see 40% 41 
Aurora, Elgin & Chicago Railroad (common).......... 40 40 
Aurora, Elgin & Chicago Railroad (preferred)........ 88% 88% 
Bastoms BlevatemmRalway-s bcc cl heteuaVeleciersd vibe wuslsve nneleels al20 113% 
Boston Suburban Electric Companies (common)...... al0 10 
Boston Suburban Electric Companies (preferred)...... a75 75 
Boston & Worcester Electric Companies (common).... a7 6% 
Boston & Worcester Electric Companies (preferred)... a50 40 
Brooklyn Rapid «Lransit (Company..\2. osces oa shite ones 88 921 
Capital Traction Company, Washington.............. 121% 122 
Gbicagop City Railway de sree vi ets cin siete os 5 miorensieiebhaleueie 150 150 
Chicago Elevated Railways (common).............. ae OOS 30 
Chicago Elevated Railways (preferred).............. 91% 91 
Ghicagovkailwayseptcptgey (Chisel. sc sugiecctalchis sis bepensse eis 81 90 
Chicago Radwarsy ptCpte,. Citic. whan cect ote alee ame 21% 23 
iChicagos Railways, ptcpigs, Cito Sk... cy.nce\. el seveleias ceterstele 7% 8% 
Chicagoukalways: sptcptg oe Ctias4ia). <téheainl ofels, Vem yeaye he = 3 4 
Gincitinatie OLree bh kal lWayurs ooloWc atatie siete) a uses lei sieve orate 122% 12334 
Cleveland, Southwestern & Columbus Ry. (common)... *6% *6u% 
Cleveland, Southwestern & Columbus Ry. (preferred). *34 *34 
ClevelandwRatlwayickisa war « purcitewe sate eure atin ore as 104% 104% 
Columbus Railway & Light Company...............-. 55 5 
Columbus eR ail way, CCOmMMON) crx cteslonepale'e vio\s ley eWrale cians esse 82 82 
ColambusmRatlway-.(prezerred))| + oy. alors )sicles)«) b's le reys| «rele; 90 90 
Denver & Northwestern Railway...........cceeeeeees *121 121 
DetrartwUinited. mall wayrs sideo ciate Ga tts dceete ove cudhaeis let eletene 70 70 
Gee Tale BNE GhETG: WOOMPAYrsrsicc she telco e\ hiker el ereselno'e s, avererelo.0 181% 182% 
Georgia Railway & Electric Company (common)...... 120 120% 
Georgia Railway & Electric Company (preferred)..... 83 83 
Interborough Metropolitan Company (common)...... 17% 19% 
Interborough Metropolitan Company (preferred)..... 59% 64% 
International Traction Company (common)........... 9 39 
International Traction Company (preferred).......... 92 92 
Kansas City Railway & Light Company (common).... 18 18 
Kansas City Railway & Light Company (preferred)... 41 41 
Lake Shore Electric Railway (common).............. Gg *6 
Lake Shore Electric Railway (1st preferred)......... *89 *89 
Lake Shore Electric Railway (2d preferred)......... *25% *2514 
Mune in rapa taee TR 1ul W skye er ehel Wey sala ere Svein abana sraraiele\a 4 ole a;ere's Inve 128% 128 
Massachusetts Electric Companies (common)......... 16% 1634 
Massachusetts Electric Companies (preferred)........ 73% 75% 
Milwaukee Electric Railway & Light Co. (preferred).. 100 *100 
Norfolk Railway & Light Company.................+.- *26 *26 
Date A Met tCatat COMIPOILY | sik ole mic atei rele lol's Sone p/n 4 die 'a/s: one 7834 79 
Northern Ohio Light & Traction Company (common)... 78 75 
Northern Ohio Light & Traction Company (preferred). 100% 105 
Philadelphia Company, Pittsburgh (common)......... 49% 50 
Philadelphia Company, Pittsburgh (preferred)........ 44 43%4 
Philadelphia Rapid Transit Company..............--- 27 27% 
Portland Railway, Light & Power Company.......... *66 *66 
Pubhe Service Corporation) oy ccm cow serencivvaieccns 117 119 
Third Avenue Railway, New York................... 35% 40% 
Toledo Railway & Light Company..........-+...-+-- 2% #314 
Twin City Rapid Transit Co., Minneapolis (common). 102 102% 
Union Traction Company of Indiana (common)....... *6%4 *6i4 
Union Traction Company of Indiana (1st preferred).. *80 *80 
Union Traction Company of Indiana (2d preferred)... *34 *34 
United Rys. & Electric Company (Baltimore)......... 24% 24% 
United Rys. Inv. Company Kepmmons teh a eee 5 34 
_ United Rys. Inv. Company (preferred).............. 63% 63 
Virginia Railway & Power Company (common)....... 51 51 
Virginia Railway & Power Company (preferred)...... 891% 89 
Washington Ry. & Electric Company (common)....... 85 88 
Washington Ry. & Electric Company (preferred)...... 88% 89 
West End Sireet Railway, Boston (common)......... 80 


West End Street Railway, Boston (preferred)........ 99 *99 
Westinghouse Elec. & Mfg. Company................ 76% 79 
Westinghouse Elec. & Mfg. Company (lst preferred).. 121% 1213 


*Last sale. a Asked. 
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Interrelations of Financial Institutions 


Tables and charts were presented before the Pujo com- 
mittee at Washington on Dec. 18, 1912, to show that eigh- 
teen financial institutions in New York, Chicago and Bos- 
ton have a voice through places on the boards of directors 
in the management of 134 corporations, with an aggregate 
capital of $25,325,000,000. The eighteen concerns repre- 
sented are as follows: J. P. Morgan & Company, First 
National Bank of New York, Guaranty Trust Company of 
New York, Bankers’ Trust Company of New York, Na- 
tional City Bank of New York, Kuhn, Loeb & Company, 
National Bank of Commerce, Hanover National Bank, Chase 
National Bank, Astor Trust Company, Blair & Company, 
Speyer & Company, Continental & Commercial National 
Bank of Chicago, First National Bank of Chicago, Illinois’ 
Trust & Savings Bank of Chicago, Kidder, Peabody & Com- 
pany, Lee, Higginson & Company. The 180 men comprised 
in the directorates of the eighteen concerns covered by the 
inquiry of Philip Scudder, statistician for the Pujo commit- 
tee, are individually interested in 134 large corporations, in 
which they hold 746 directorships. The public utility cor- 
porations in which these 180 men are interested are as fol- 
lows: 


Approximate 
Capital Gross 
Liabilities. Income. 
American Light & Traction.............5+5. S555000, 000mir.. store eerie 
American’ Tlic Ge Mela qeeeicttace esc ee paseeces 621,000,000 $179,000,000 
Boston’ Elevated’ Rathway ep ioc sic since ects olor nys 6 75,000,000 17,000,000 
Brooklyn Rapid Transit Co...-...2-ssecces ne 145,000,000 24,000,000 
Chicago Elevated Railways.......-..+-..s0.- 101,000,000 8,000,000 
Chicago “Railways «sce iced cst meoeeeaenes 115,000,000 17,000,000 
Commercial Edison Co. (Chicago)............ 70,000,000 13,000,000 
Consolidated Gas Co. (New York)........... 200,000,900 8,000,000 
Edison Electric Illuminating Co. (Boston).... 25,000,000 6,000,000 
Hudson Cos. and Hudson & Man. R. R...... 97,000,000 5,000,000 
Int.-Metro. Co:Sand Irtercbaro sR. Wcos cine 364,000,000 33,000,006 
International Traction Co. (Buffalo)........ 47,000,000 6,000,000 
Nedekayy PCOS a crete tel allele iaic oawteloberstoestals inc eretaistars DSO DU O00 tae rans. octet 
Massachusefts Electric Cos..............0.. 70,000,000 9,000,000 
Massachusetts Gas Cos... 60,000,000 11,000,000 
New York peers pate 93,000,000 14,000,000 
Pacific G. & E. Co..... 118,000,000 15,000,000 
People’s G. L. "& ol Cotta ni oe 90,000,000 16,000,000 
Philadelphia Co. (eK eheea) Bes AB tee aS ah 151,000,000 20,000,000 
Philadeipliia akc.) Coles enw tins hectare seine 134,000,000 23,000,006 
Public Service Seana (New Jexsey).... 258,000,000 32,000,000 
Union. Rallwaver (St. Louwis)is 5 7. baekion otnet 100,000,000 12,000,000 
United Gas Imp. Co. (Philadelphia)......... 56000000 oe sce clee sae 
United Railways Investment Co......::....; 114,000,000 9,000,000 


TN MGR ts Sb nae Ne hart CGP OE TNL $4,440,000,000 $477,000.00 


Central Park, North & East River Railroad, New York, 
N. Y.—The Belt Line Railway Corporation was incorpo- 
rated at Albany on Dec. 24, 1912, with Edward Cornell as 
president, John B. Summerfield as vice-president, and Ed- 
ward C. Kerr as secretary, to succeed the Central Park, 
North & East River Railroad, the property of which was 
sold under foreclosure on Nov. 14, 1912, to Mr. Cornell, of 
Davies, Auerbach, Cornell & Barry, New York, N. Y., at- 
torneys, for $1,673,000. The new company has applied to 
the Public Service Commission of the First District of New 
York to issue first mortgage 5 per cent forty-year gold 
bonds to the amount of $2,200,000 par value and also $200,- 
ooo par value of capital stock. The company is to deliver 
to Mr. Cornell its first mortgage bonds at 95 per cent of 
their par value plus accrued interest and sufficient stock to 
make up the entire sum which Mr. Cornell paid for the 
road and expended in the settlement of liens against the 
property. Mr. Cornell has announced that George W. 
Lynch, the receiver of the Central Park, North & East 
River Railroad, will continue to operate the property as 
his agent. The Public Service Commission has ordered a 
hearing on the application of the company to be held be- 
fore Commissioner Milo R. Maltbie in New York on Dec. 
30. i912. The ec operates more than 31 miles of 
ine. 


mpany 


Chicago Gi.) City Railway.—The directors of the Chi- 


cago City Railway have arnease the regular quarterly divi- 
dend of 234 per cen n extra dividend of 1 per cent, 
payable on Dex tock of record on Dec, 18. Ar- 
guments are being hears e the Supreme Court of the 
State of Illinois at Springfeld, Ill, in the case brought 
by Clarence H. Venner, New York, a stockholder of 
the Chicago City Railway. ‘Phe suit attacks the validity of 
the voting trust agreemeni ‘eby a number of. street 
railways in Chicago wer ito the Chicago City & 
Connecting Railways. The plaintiff alleges that the voting 
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trust is illegal and that the merger violates the consolidation 
laws of the State. 


Chicago City & Connecting Railway, Chicago, nA 
semi-annual dividend of $2.25 has been declared on the 
250,000 of preferred participation shares of the Chicago City 
& Connecting Railway, payable on Jan. 1, 1913, to holders 
of record of Dec. 20. No dividend has, however, been de- 
clared on the 150,000 common participating shares, on 
which $1 per share was paid regularly by the company to 
July, 1912. 

Chicago, Peoria & Quincy Traction Company, Peoria, 
Tll.—W. T. Irwin, Peoria, Ill., has been elected a director 
of the Chicago, Peoria & Quincy Traction Company to 
succeed A, H. Heidbreder, Quincy, resigned. 

Dayton & Troy Electric Railway, Dayton, Ohio.—The 
Public Service Commission of Ohio has granted the applica- 
tion of the Dayton & Troy Electric Railway for authority 
to issue its 5 per cent cumulative preferred capital stock of 
the par value of $300,000, $250,000 to be expended in the 
payment and discharge of: bills payable which were 
negotiated and incurred in the construction of additions, 
extensions, improvements and betterments, and $50,000 to 
be devoted to the reimbursement of income account for 
moneys expended therefrom for the construction of addi- 
tions and extensions. 

Indiana Railways & Light Company, Kokomo, Ind.—A 
meeting of the stockholders of the Indiana Railways & 
Light Company, the incorporation of which as a merger of 
the Kokomo, Marion & Western Traction Company, the 
Kokomo, Frankfort & Western Traction Company and the 
Kokomo Public Utility Company was announced in the 
ELectric RAILWAY JOURNAL of Dec. 14, 1912, page 1211, will 
be held in Kokomo on Jan. 27, 1913. Until then the affairs 
of the company will be administered, so it is said, by the 
board of directors of the Kokomo, Marion & Western 
Traction Company, namely, George J. Marott, John H. 
Holliday, Alexander R. Holliday, Henry Kahn, Lee Hall, 
Thomas C. McReynolds and L. J. Kirkpatrick. The In- 
diana Railways & Light Company has an authorized cap- 
ital stock of $3,000,000, of which $1,000,000 is 6 per cent 
cumulative non-voting preferred, callable at 105. There is 
outstanding $2,000,000 of common stock and $350,000 of 
preferred stock. A first and refunding mortgage has been 
made to the Union Trust Company, Indianapolis, Ind., as 
a trustee to secure not more than $5,000,000 of 5 per cent 
sinking fund gold bonds dated Dec. 10, 1912, and due Jan. 
I, 1943. 

Liberty & Jeffersonville Electric Railway, Liberty, N. Y. 
—The property of the Liberty & Jeffersonville Electric 
Railway will be taken over by the Liberty & Calicoon 
Railroad Corporation, the incorporation of which was noted 
in the ELrecrric RarLway JourNAL of Oct. 26, 1912. The 
owners expect to complete the road next spring. 

Louisville (Ky.) Railway.—The sale of the controlling 
interest in the Louisville Railway is said to hinge upon the 
pending purchase of the holdings of the late Alexander 
Henry Davis. Major Davis owned about $4,000,000 of the 
corporation’s securities. These holdings are now in the 
hands of his daughter, Mrs. Ethel Henry Harrison, and are 
managed for her by F. S. Wicks, Syracuse, N. Y., who is a 
director of the Louisville Railway. T. J. Minary, president 
of the company, is reported to have stated that it was his 
understanding that Mr. Wicks desired to secure more Louis- 
ville Railway stock instead of. disposing of his present 
holdings. William B. Kurtz, of E. W. Clark & Company, 
stated when interviewed in Philadelphia that no announce- 
ment could be made concerning the deal that is reported to 
be pending. ; 


New Orleans Railway & Light Company, New Orleans, 
La.—A dividend of one-half of 1 per cent has been declared — 


on the $20,000,000. of common stock of the New Orleans a4 y 


Railway & Light Comnenes Dayal on Dec. 31, Rts to 


per cent was made on July 31. . 

New York, New Haven & Hartford Railroad, - N Ni 
Haven, Conn.—A petition has been filed at the State Hot 
Boston, Mass., to permit the New York, New Have 


Railway, the Worcester Consolidated ‘Street Railw 
Milford, Attleboro & Woonsocket St oy Ly, 


; 
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terstate Consolidated Street Railway and other electric 
railways which operate in the Berkshire district, on such 
terms as may be approved by the Railroad Commission. A 
bill with similar provision which was passed by the last 
Legislature was vetoed by Governor Foss. 


Public Service Corporation of New Jersey, Newark, N. J. 
—Clark, Dodge & Company, New York, N. Y., offer to in- 
vestors at a price to yield over 5% per cent.Public Service 
Corporation of New Jersey 6 per cent perpetual interest- 
bearing certificates, which are issued in a form similar to 
certificates of stock, but are in effect a perpetual collateral 
trust bond, secured by $58,286,800 of stock collateral, of 
three times the par value of the certificates outstanding. 
On the securities so pledged the certificates have a lien 
prior to that of $30,000,000 of Public Service Corporation 
of New Jersey general 5s. The corporation has outstanding 
$25,000,000 of capital stock, issued for cash at par, and since 
1904 has expended for extensions and improvements over 
$45,000,000. 


Sedalia Light & Traction Company, Sedalia, Mo.—The 
City Light & Traction Company of Sedalia, the incorpora- 
tion of which was noted in the Errecrric RAmLwAy JOURNAL 
of Aug, 3, 1912, page 193, has succeeded the Sedalia Light & 
Traction Company, the property of which was sold under 
foreclosure at Sedalia on June 7, 1912. The receivership 
was terminated on Dec. 17, 1912, and the property turned 
over to Henry L. Doherty & Company, New York, N. Y., 
the new owners. .H. D. Frueauff, formerly general man- 
ager of the Pueblo Gas & Fuel Company (Pueblo, Col.), 
has been appointed general manager of the Sedalia prop- 
erty. E. W. Pfenning is the new secretary of the company, 
and D. F. Webster will be superintendent of the electric 
and railway lines. About $150,000 is to be spent upon im- 
provements and betterments. 


South Jersey Gas, Electric & Traction Company, Cam- 
den, N. J—The Board of Public Utility Commissioners of 
New Jersey has approved an issue of bonds to the amount 
of $139,000 by the South Jersey Gas, Electric & Traction 
Company to provide funds to defray expenses incurred in 
completing improvements. The new bonds are to be issued 
under the $15,000,000 mortgage of the company. At last 
accounts $12,753,000 of bonds were outstanding under this 
mortgage. 


Dividends Declared 


Augusta-Aiken Railway & Electric Corporation, Augusta, 
Ga., quarterly, 1% per cent, preferred. 

- Birmingham Railway, Light & Power Corporation, Bir- 
mingham, Ala., 3 per cent, preferred; 4 per cent, common. 

Chicago City & Connecting Railways, Chicago, Ill., $2.25, 
preferred. 

Chicago (Ill.) City Railway, quarterly, 2% per cent; I 
per cent, extra. 

Cincinnati, Dayton & Toledo Traction Company, Cincin- 
nati, Ohio, 2% per cent, preferred; seven-eighths of 1 per 
cent, common. 

Cincinnati & Hamilton Traction Company, Cincinnati, 
Ohio, quarterly, 114 per cent, preferred; quarterly, I per 
cent. common. 

City Railway, Dayton, Ohio, quarterly, 1% per cent, pre- 
ferred; quarterly, 2 per cent, common. 

Columbia Railway, Gas & Electric Company, Columbia, 
S. C., quarterly, 11%4 per cent, preferred. 

Columbus (Ga.) Electric Company, 3 per cent, preferred. 

Columbus, Newark & Zanesville Electric Railway, Co- 
lumbus, Ohio, quarterly, 1% per cent, preferred. 

Consolidated Traction Company, Newark, N. J., 2 per. 
cent. 

Germantown Passenger Railway, Philadelphia, Pa., quar- 
terly, $1.31%. 

' Halifax (N. S.) Electric Tramway, Ltd., quarterly, 2 per 
cent. . 
Interstate Railways, Philadelphia, Pa., 30 cents, preferred. 

Little Rock Railway & Electric, Little Rock, Ark., 5 per 
cent, common; 3 per cent, preferred. 


London (Can.) Street Railway, 3 per cent. 


New England Investment & Security Company, Spring- 


field, Mass., 2 per cent, preferred. 


ys <5, 
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New Orleans. Railway & Light, Company, New Orleans, 
La., quarterly, 114 per cent, preferred; 50 cents, common. 

Northern Ohio Traction & Light Company, Akron, Ohio, 
quarterly, 114 per cent, preferred. 

Ottawa (Ont.) Electric Railway, 3 per cent; 3 per cent 
bonus. 

Pacific Gas & Electric Company, San Francisco, Cat, 
quarterly, 11%4 per cent, common. 

Porto Rico Railways, Ltd., San Juan, P. R., quarterly, 
134 per cent, preferred; quarterly, 1 per cent, common. 

Public Service Corporation of New Jersey, Newark, N. J., 
quarterly, 1% per cent. 

Reading (Pa.) Traction Company, 75 cents. 

Republic Railway & Light Company, Youngstown, Ohio, 
quarterly, 1% per cent, preferred. 

South Side Elevated Railway, Chicago, Ill, quarterly, 1% 
per cent. 

Union Railway Gas & Electric Company, Rockford, IIL, 
quarterly, 1% per cent, preferred. 

Western Ohio Railway, Lima, Ohio, quarterly, 134 per 
cent, first preferred; quarterly, 1%4 per cent, second pre- 
ferred. 

West India Electric Company, Ltd., Kingston, Jamaica, 
quarterly, 124 per cent. 


ELECTRIC RAILWAY MONTHLY EARNINGS 


DALLAS (TEX.) ELECTRIC CORPORATION. 


Gross Operating Net Fixed Net 


Pericd. Earnings. Expenses. Earnings. Charges. Surplus. 
ime Clhctr ns LZ $202,728 *$103,791 $98,938 $24,641 $74,297 
Tiss sf bella 182,459 *110,779 71,679 19,615 52,064 

UP Es : “12 1,782,511 *1,094,562 687,949 280,456 407,493 
12°** of pitta 1,599,684 *1,067,523 532,161 248,605 283,556 
EL PASO (TEX.) ELECTRIC COMPANY. 
1m Oct. 6212 $71,029 *$40,729 $30,300 $4,746 $25,554 
Less a aR 62,011 *35,688 26,322 6,850 19,472 
12 “ a 12 773,258  *424,119 349,139 74,916 274,223 
A ae ES Alp 680,583  *406,683 273,901 80,577 193,324 
GALVESTON (TEX.) ELECTRIC’ COMPANY. 
1m Och wap ia $42,355  *$24,463 $17,892 $7,652 $10,240 
igs SS 11 35,671 *21,687 13,984 7,067 6,917 
teite 4 12 483,345 *266,926 216,419 94,035 122,384 
L2 Fi ial 431,752 . *248,262 183,490 83,897 99,593 
GALVESTON-HOUSTON .ELECTRIC COMPANY. 

Lie Oct eake $175,449 *$104,415 $71,035 $33,724 $37,311 
bess "11 132,645 *83,412 49,233 18,162 30,371 
i de $ "12 1,932,298 *1,139,958 792,340 377,207 415,133 
Takes st "11 1,487,435 *938,999 548,435 233,753 314,682 
LAKE SHORE ELECTRIC RAILWAY, CLEVELAND, OHIO 
Rij Oct 212 $110,505 *$63,777 $46,727 $35,083 $11,644 
tl < ill 107,620 *58,876 48,744 34,625 14,119 
Lo 4 ate 1,109,025 *630,369 478,655 345,500 129,155 
iMG w ay 1,069,857 *565,105 504,753 347,025 157,723 


LEWISTON, AUGUSTA & WATERVILLE STREET RAILWAY, 


LEWISTON, ME. 


Im., Oct,, 712 $51,599 *$31,686 $19,913 $14,400 $5,512 
ee ernest 51,249  *31,940 19,309 14,429 4,880 
Annee EN) 212 253,050 .*137,132 115,918 57,600 58,318 
Pe PRE Saag) 249,860 133,651 116,902 57,829 58,38¢ 


NORTHERN OHIO TRACTION & LIGHT COMPANY, AKRON, OHIO, 


im, ‘Oct, ©'12 $249,148 *$i49,092 $100,057 $43,813 $56,244 
Ns fs pital 220,343 *123,854 96,488 44,321 52,168 
10 * § 712 2,497,015 *1,406,663 1,090,351 438,175 562,176 
Mo x sai 2,240,089 *1,234,358 1,005,730 443,390 562,340 
PORTLAND (MAINE) RAILWAY. 
tany, Oct 12 $79,415 *$54,283 $25,132 $10,254 $14,878 
1 BE of 74,807 *47,145 27,662 9,635 . 18,027 
4% wv 712 397,151  %*234,245 162,906 41,429 121,477 
438 a "11 398,547 *247,267 151,280 38,139 113,141 
PORTLAND RAILWAY, LIGHT & POWER COMPANY, PORTLAND, 
ORE. 

imi, Oct... 712 $565,839 *$283,028 $282,811 $149,291 $133,520 
i H dia 540,764 *264,614 276,120 127,179 148,971 
LO."S ie 742 5,484,589 *2,761,295 2,723,294 1,457,824 1,265,470 
10s. < "11 5,238,372 *2,563,030 2,675,342 1,246,723 1,428,619 


PUBLIC RAILWAY & LIGHT COMPANY, YOUNGSTOWN, OHIO. 


1m., Sept., °12 $224,138 *$132,072 $92,066 $43,912 $48,154 
be z "11 202,495 *116,686 85,809 44,424 41,385 
Lg tg 12 2,561,435 *1,544,899 1,016,536 529,122 487,414 
12 *¢ ee "11 2,345,855 *1,401,136 944,719 523,146 421,573 


ST. JOSEPH RAILWAY, LIGHT, HEAT & POWER COMPANY, ST. 
JOSEPH, MO. 


: ook 103,953 %*$56,565 $47,388 $19,631 $27,757 
apiacas” 11 4 91,442 *54,746 36,696 19.043 17,653 
Ait iia pid ES 968,178 *557,155 411,023 196,640 214,383 
(ot, eee 211 903,306 *565,038 338,268 192,519 145,749 


*Includes taxes. 
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Traffic and Transportation 


Wages in Philadelphia 


At a meeting of the co-operative committee of the Phila- 
delphia Rapid Transit Company, held Dec. 19, 1912, an- 
nouncement was made that the balance of $43,929 remaining 
in the 22 per cent fund as of June 30, 1912, will by Dec. 31, 
1912, have been increased to Spproximately $100,000. Thus, 
in addition to having provided for the advance of I cent per 
hour in the wages of the men, made July 1, 1912, the 22 
per cent fund will have been increased during the succeed- 
ing six months something in excess of $50,000. This in- 
crease in the fund, the management announced, makes pos- 
sible a further advance in wages of motormen and con- 
ductors, which will be effective Jan. 1, 1913, as follows: 
New men, 22% cents; after one year’s service, 23% cents; 
after two years’ service, 24 cents; after three years’ ser- 
vice, 25 cents; after four years’ service, 26 cents; after five 
years’ service, 27 cents. 

These rates are an increase of ™% cent for the first three 
groups, of 1 cent for the three-year men, of 1% cents for 
the four-year men and of 2 cents for the five-year men. 
The general plan of the 22 per cent fund in Philadelphia 
was described on page 393 of the ELecrric RAtLway Jour- 
NAL for Sept. 2, 1912. Since April, 1911, when the present 
management assumed control of the system, the maximum 
wage has been increased from 23 cents to 23% cents on 
July 1, 1911, to 24 cents on Jan. 1, 1912, to 25 cents on Juty 
I, 1912, and now to 27 cents, effective Jan. 1, 1913. The 
company has also announced that it is practically assured 
that it will be able to make the rate 28 cents on July I, 1913, 
and that Chairman Mitten believes that within the next two 
years the maximum rate will be increased to 30 cents by 
means of the 22 per cent fund. In commenting on this situ- 
ation the management says in its official circular: 

“Many of the older men who have been five years or more 
in the service have families dependent upon them for sup- 
port, and it is now most desirable that their wages be ad- 
vanced as rapidly as possible, to the end that they may be 
able to set aside such a sum during the remaining years of 
their service with the company as will, when taken in con- 
nection with the pension and death benefit plans now in 
force, make possible a more than ordinary provision for 
themselves and their families against the time of old age 
and final dissolution. 

“The old argument against the graduated wage scale by 
which it was contended that the company’s interest was to 
dismiss the older and higher priced men to make room for 
the lower priced new employees does not need to be here 
considered, as the company must, in any event, place 22 
cents out of every dollar collected in payment of fares into 
the 22 per cent fund for the payment of motormen, con- 
ductors and trainmen in passenger service. This must be 
done regardless of the scale of wages paid. 

“With the exception of a few persistent trouble makers 
who are slow to see the light, practically all of the motor- 
men and conductors are now earnestly co-operating with 
the management in its efforts toward improving the ser- 
vice and increasing the wage scale.” 

After reviewing the history of the strikes in Philadelphia 
during the past two or three years and the loss of money 
caused by them, the circular continues: “The motormen 
and conductors secured an increase of 2 cents per hour in 
the maximum wage of this two-year period of 
intermittent warfare. 

“Since the incoming of the 
in direct contrast to the above 
the men and the managemen has es the means of contin- 
uously improving the iecyice to the public, it having been 
made plain to the men that by co-operation in this direction 
their wages might be most rapidly advanced. 

The total advance in the maximu ge of motormen 
and conductors which has been effe by this co-operative 
effort since April, I91t, will on Jan, ¥, 1913, be 4 cents per 
hour, with a practical assurance of a 3iiil further increase 
of I cent per hour effective July 1, 1912, which will make a 


as a result 


St patie: management and 
:0-operative effort between 


total increase of 5 cents per hour thug sc omplished, 

“Yo the intelligent and earnest street car man who desires 
to do that which is best for his own interest and that of his 
family the comparison thus drawn is of special valve” 


[ Vor. ALS Ne, er 
Self-Government for Brooklyn Employees 


The Brooklyn (N. Y.) Rapid Transit Company has re- 
cently expended about $13,000 in constructing a club room, 
locker room and restaurant at the Fifty-eighth Street depot, 
and has decided to place their management in the hands of 
a house committee consisting of nine men, of whom two 
will be appointed by the officers of the company and seven 
elected by the men at the depot. The men to be elected 
will include three conductors, three motormen and one 
employee from the shop. The management of the com- 
pany feels that the majority of the employees ought to have 
an opportunity to enforce their wishes against any small 
minority which does not care enough about club room im- 
provements to use them properly. 

The election of members of the house committee is to be 
by ballot and will take place on Dec. 30, 1912. The follow- 
ing men, all from the depot in question, are to be eligible 
for election: The twenty conductors longest in the service 
on the regular list, the five conductors longest in the service 
on the extra list, the twenty motormen longest in the 
service on the regular list, the five motormen longest in the 
service on the extra list, the ten shop employees longest in 
the service. At this first election each conductor at the 
depot is to vote for three persons from the list of eligible 
conductors, each motorman for three persons from the list 
of eligible motormen, and each employee of the shop for 


one person from the list of eligible shop employees. The 
ballots are to be opened on Dee. 31, 1912, the day following 
the election, by the secretary of the employees’ benefit 


association, who is to count the ballots in the office of the 
assistant superintendent and announce the result. 

The company has appointed to represent it on the com- 
mittee W. J. Roome, depot master, and John Bargman, 
foreman of the shop. Mr. Roome will be chairman of the 
committee and the committee will have the services of the 
stenographer attached to the assistant superintendent’s 
office, who will act as secretary of the committee without 
vote. Reports of misconduct made by the house committee 
will be supported by the disciplinary routine of the Brook- 
lyn Rapid Transit Company. This plan, if successful, will 
be extended to the other depots of the system. The an- 
nouncement to the employees, made over the signature of 
J.-F. Calderwood, vice-president and general manager of 
the company, is concluded as follows: 

“The management hopes and believes that this proposal 
of self-government for the men of the Fifty-eighth Street 
depot will be received in the spirit in which it is made and 
that a degree of co-operation will result which will make 
service at the Fifty-eighth Street depot more comfortable 
and more pleasant for the men and will, through increased 
efficiency of service, aid the management in carrying out its 
plans for continuous betterment of the conditions under 
which the employees of the Brooklyn Rapid Transit Com- 
pany perform their duties.” 


Conditions Which Limit Service in Trenton 


Discussing conditions in Trenton, N. J., that tend to limit 
the electric railway service which can be given there, O. T. 
Crosby, president of the Trenton & Mercer County Trac- 
tion Corporation. is quoted as follows by the Trenton True 
American: 


“Because of the manner in which your city is cut by ame 


canal in active operation, I do not think it will ever be pos- 
sible to give a perfect schedule. It is impossible to keep to 
a schedule when cars are constantly being held up by rail- 
road trains and canal bridges. 
that canal we could promise cars on schedule time always. 


we have carried without increasing the number of car m 
We intend to put on more large cars as fast as we can 


tions that exist in the busy hours of his morn 
evening. 


over the country, and am familiar ined hate 
in cities of the size of Trenton. In Trenton 
many car miles as other cities of this s size e are 
that we are not giving better se 


If Trenton could eliminate _ 
“During the past year the company has put on a number ag * 
of large cars that have increased the number of passengers _ By’ 


* 
= 
~ 
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due to interferences by canal bridges and railroad cross- 
ings. : 

“While we have greatly increased the number of passen- 
gers carried, we have increased the receipts of the company 
only about 4 per cent, which is below the standard of 
cities of the same size as Trenton. I think the returns in 
Trenton are perhaps the poorest of any city in its class. 

“We have just installed two new turbines at the power 
plant, and should be in position now to meet any emergency 
that can arise. In this respect the Trenton system is as 
modern as that of any other city in the country. As your 
Mayor has said, we took over what was practically a wreck 
in the Trenton & Mercer County Traction Company and 
have done a remarkable amount of improvement work. It is 
our ambition to give Trenton a satisfactory system, and we 
intend to exert every effort to bring this about.” 


Change in Rates Proposed on the New York, Westchester 
& Boston Railway 


The Public Service Commission, Second District, has au- 
thorized the New York, Westchester & Boston Railway to 
change the route of its main line from North Street in New 
Rochelle to a point in Port Chester, on the boundary 
line between New York and Connecticut, which is also the 
northern terminus of the main line. The commission in 
its order recites that it appears that the interests of the 
several communities through which the route and proposed 
route extend will be substantially served by the proposed 
change, and that the several communities affected by such 
change favor it upon certain conditions. The order is 
made upon the condition that no portion of the New York, 
Westchester & Boston Railway shall be constructed upon 
the new route except upon lands owned by the company in 
fee or acquired by it through proceedings under the con- 
demnation law. A double-track road is to be constructed 
by the company upon the route from North Street, New 
Rochelle, to the northerly terminus, as soon as reasonably 
practicable. Contingent upon the granting of this order 
the company has agreed to file a schedule of rates over its 
road between stations from New Rochelle to Port Chester 
and terminus at Harlem River, or connection with subway 
at 180th Street, New York, as follows: Larchmont, 20 
cents; Mamaroneck, 20 cents; Harrison, 25 cents; Rye, 25 
cents; Port Chester, 30 cents. Sixty-trip commutation 
monthly charge: Larchmont, $5.75; Mamaroneck, $6; Harri- 
son, $6.25; Rye, $6.75; Port Chester, $7. 

These rates are to become effective upon the commence- 


- ment of operation, and the rates are not to-be increased by 


the company for and during a period of one year after the 
commencement of operation of the road constructed by it 
upon the amended route. The rates arranged for by the 
commission are approximately 15 per cent less than those 
proposed by the company on hearings held last July and 
are at lower rate per mile than that approved by the Inter- 
state Commerce Commission in the New Jersey commuta- 
tion rate cases. : 


Cash Awards in New York at Christmas 


On Dec. 15, 1912, the Interborough Rapid Transit Com- 
pany and the New York Railways, New York, N. Y., re- 
spectively issued over the signature of Frank Hedley, vice- 
president and general manager, with the approval of Theo- 
dore P. Shonts, president, the following orders: 

“During the past year unprecedented numbers of passen- 
gers have been safely transported on the lines of this com- 
pany on the subway and elevated divisions. The manage- 
ment wishes to express to its employees its recognition of 
the services rendered by them and their desire to maintain 
at all times the highest degree of comfort and convenience 
to the patrons of this company, realizing that these results 
have been attained by efficient and intelligent co-operation 
rendered under exceptional and severe traffic conditions. 
This appreciation of the employees’ efforts is heartily con- 
curred in by the directors of this company and as a further 
expression of their thanks they have appropriated the sum 
of $42,000 and authorized the payment from this sum of 
$5 in gold to each employee receiving $110 per month or 
less who entered the company’s service before Jan 1, 1912.” 
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“The management desires to express to the émployées 
of this company its high appreciation of their faithful and 
efficient service during the past year, which has resulted 
in the safe transportation of many people with comfort and 
convenience. It is realized that this has been achieved only 
by untiring, intelligent and co-operative effort with a view 
to at all times rendering the traveling public the best pos- 
sible facilities and accommodation. The directors of this 
company are heartily in accord with the management’s ex- 
pression of its thanks to the employees and, as a further 
expression of their appreciation, authorized the appropria- 
tion of $20,000, from which sum $5 in gold will be paid to 
each employee receiving $110 per month or less who en- 
tered this company’s service prior to Jan. I, 1912.” 


Inspection of Track of the New York, New Haven & Hart- 
ford Railroad in New York State 


Following statements made publicly in relation to the 
condition of the tracks of the New York, New Haven & 
Hartford Railroad in New York State, the Public Service 
Commission,: Second District, had its engineers make a 
most thorough and minute inspection of the tracks of the 
company within the State. The resuit of this inspection 
and the attitude of the company upon suggestions made 
are indicated in the following letter addressed by the com- 
mission to E. H. McHenry, vice-president of the company: 

“Owing to the recent criticisms of the tracks of your 
company, this commission has felt it desirable to have a 
minute inspection made by its engineers without advising 
you or your subordinates, and the report of such inspec- 
tion by C, R. Vanneman, chief of the division of transpor- 
tation, dated Dec. 9, is inclosed. This inspection was made 
to discover every defect in each of your tracks within the 
territory named. The men walked each track and ex- 
amined minutely each point where doubt existed. The in- 
spection was therefore much more detailed than is usually 
made either by railroad officers or by State inspectors. 

“You will note that the principal defects found were in 
the chestnut ties which were laid in the track about 10908. 
Approximately 750 of these ties were found to be bad out 
of about 150,000, or practically one-half of 1 per cent. As 
these ties were scattered in the track and were practically 
all on straight line they did not occasion a dangerous con- 
dition at any spot, and the amount of tie renewals which 
your company contemplates making will cover much more 
than the number of seriously defective ties which were 
found. In fact, our inspectors noticed that many ties were 
being renewed which in their judgment would last at least 
another year. Certain defects in rails were observed which 
are embodied in the report. 

“The general conclusions are given in the last paragraph 
of the report, and you will note from this statement that it 
is the opinion of the inspectors that your tracks are in safe 
condition and that the standards of construction and ma- 
terial are of a high order, but it is thought that the tie 
renewals should have been made earlier and that consider- 
able improvement is possible in the detailed supervision of 
the maintenance work. 

“Tn this connection, the report of the annual inspection, 
dated Sept. 13, 1912, made by Inspector Eggleston for this 
commission, has been studied. Considering the difference 
in the conditions of inspection, the first one having been 
made in the usual way from an inspection car, and the last 
one on foot, we do not think the reports inconsistent, and 
our inspectors believe that the statement made at the 
conclusion of the report of Sept. 13 may be fairly re- 
peated, ‘that the property is being maintained in a conserva- 
tive and careful manner.’ 

“Our examination further shows that your track renewals 
are being made in accordance with the best standards of 
track design which are used in this State. The principal 
elements of this construction are: rail, 100-lb. open-hearth 
steel; ties creosoted and of ample section; rail fastenings, 
screw spikes and shoulder tie plates; ballast, stone; drain- 
age, good. 

“The practice above outlined has been applied, as our 
inspection reports show, since 1909. We believe that this 
affords a thoroughly safe construction, and we can suggest 
no improvement in those track standards.” 
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Prepayment Car Service in Providence.—The Rhode Isl- 
and Company, Providence, R. I., has placed in operation 
on its Broad Street-Thurber Avenue line the first of the 
thirty-five prepayment cars which were ordered by it some 
time ago. 

Near-Side Stops in Muncie.—The Indiana Union Traction 
Company has issued an order to its trainmen to stop all of 
the local and the interurban cars of the company which 
are operated in Muncie, Ind., on the near side of the streets 
in that city. 

Separation of Races in Charleston.—The ordinance pro- 
viding for separating the races on the street cars in Charles- 
ton, Ss. C., has gone into effect. 
seats are reserved for colored people. 
division, however. 

Package and Express Business in Pittsburgh.—The 
Council of Pittsburgh, Pa., has passed the resolution pre- 
sented by Councilman Robert Garland which proposes that 
a committee of three investigate the question of extending 
package and express service over the lines of the electric 
railways which operate in Pittsburgh. 


Side-Entrance Car in Los Angeles.—The Los Angeles 
(Cal.) Railway has recently placed a side-entrance car in 
service. This car was one of the company’s old type of end- 
entrance cars which it changed to a side-entrance car. It 
is being operated regularly each day for a short time to 
determine what changes it may be necessary or advisable 
to make in the car. 


Christmas Among Byllesby Employees.—Following the 
usual custom, H. M: Byllesby & Company, Chicago, IIl., 
instructed the manager of each one of the properties 
which the company controls to present every married em- 
ployee with a turkey, every single man employee with a 
box of twenty-five cigars, and each woman and each boy 
employee with a two-and-a-half-dollar gold piece at Christ- 
mas. 


Local Stops in Shelbyville by Interurban Cars.—The 
Louisville & Interurban Railway, Louisville, Ky., has ar- 
ranged its schedule so that the limited passenger cars oper- 
ated to Shelbyville, Ky., shall be run the length of that 
city to Fourth Street, collecting passengers at street cross- 
ings instead of only at the Shelbyville depot. The company 
has hitherto operated a local electric line of small cars to 
transport passengers from the more remote portions of 
Shelbyville to the station. 

Indiana Commission Without Authority in Interchange 
Freight Case——The Railroad Commission of Indiana dis- 
claims having jurisdiction in the case of the petition of the 
Sargent Coal Company, Evansville, Ind., in which the com- 
pany asked that the interchange of freight shipments be 
made compulsory between the Evansville Railroad and the 
Evansville, Suburban & Newburg Railway. The law does 
not give the commission jurisdiction over freight shipments 
on electric railways where the receipts from freight do not 
amount to one-third the gross receipts. 

Illinois Céntral Railroad Increases Suburban Service 
Rate.—The Illinois Central Railroad, effective on atin sty 
1913, will increase the Chicago suburban fares for single 
one-way and round-trip tickets to 2 cents per mile. Here- 
tofore the rate has been slightly in excess of 1% cents 
per mile with considerable reduction in commutation 
fares. The existing commutation rates will stand, and the 
new plan of ticket collection, namely, that of collecting 
the tickets within the station, will be extended from Sixty- 
third Street to Sixty-seventh Street. 

_ Decision Upholding Rear Platform Order.—That the 
Cincinnati, Newport & Covington Light & Traction Com- 
pany, Cincinnati, Ohio, has the right to enforce the rule 
which it has made for keeping clear the rear platforms of 


This is not a fixed 


prepayment cars was the gist ofar ecent decision handed 
down by Judge Hoffheimer tn the Superior Court in Cin- 
cinnati. Frederick Rothenhoefer, the pl ntift, alleged that 
he was entitled to $2,000 damazes because he was ejected 
from a car for having refused to leave the rear platform 
~ 4 + . e, ; ; . a 
Judge Hoffheimer ruled that the provision of the company 
ig in the interest of the safety of its passengers 
New York State Guide—R. M. Colt, genera! passenger 
agent of the Fonda, Johnstown & Gloversville Railroad 
4 ’ 
Gloversville, N. Y., has been made the publisher of the 


The two rear rows of. 
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Official Railway ‘Guide of, New York State) “Under Mr. Colt’s 
supervision the guide will be enlarged and several features 
will be added. Fifty thousand copies of this guide are dis- 
tributed monthly through the heart of the Empire State as 
represented by the twenty-seven railways whose announce- 
ments appear in the guide. Mr. Colt is taking up the work 
for the electric railways with the force engaged to compile 
the guide. His work for the guide will not interfere with 
his railroad connections. 


Near-Side Stops Suggested in Portland.—B. S. Josselyn, 
president of the Portland Railway, Light & Power Com- 
pany, Portland, Ore., has written to the Mayor of that city 
stating that the company will re-establish the practice of 
stopping cars on the near side of the street if the Council 
will agree to the change. Mr. Josselyn calls attention to the 
fact that the cars were formerly stopped on the near side. 
The practice was discontinued three years ago in com- 
pliance with an ordinance passed by the Council. At that 
time comparatively few of the streets on which there were 
car lines were paved, and passengers alighting from the 
rear end of the car were put to considerable inconvenience 
in inclement weather. 

Hagaman-Amsterdam Fare Case.—The Public Service 
Commission of the Second District of New York has 
closed upon its records the complaint of the residents of 
Hagaman, Montgomery County, against the Fonda, Johns- 
town & Gloversville Railroad, asking for better service and 
that the passenger fare between Hagaman and Amsterdam 
be reduced from 10 cents to 5 cents. Following several 
hearings upon this application, the parties in interest have 
notified the commission that a compromise and adjustment 
have been made and the complaints have been withdrawn. 
In the adjustment of matters the company agreed to in- 
crease the service on the line but declined to agree to 
reduce the fare. After the presentation of the company’s 
case, the facts apparently were sufficient to secure the 
withdrawal of the rate question from the case, as the com- 
plainants agreed to such withdrawal. 

Reduction in Fare Denied by Minnesota Commission.— 
The Railroad Commission of Minnesota has denied the ap- 
plication of residents along the Minnetonka lines of the 
Twin City Rapid Transit Company between Hopkins and 
Lake Minnetonka for a commutation rate of 15 cents to 
Minneapolis. The commutation rate to Hopkins is 12 cents 
and the rate on twenty-five-ride tickets from the lake is 18 
cents. Charles E. Elmquist, a member of the Minnesota 
Railroad Commission, who prepared the opinion, says: 
“The commutation rate at. best is a discrimination. On 
account of the large population at the Minnetonka points, 
the heavy traffic from there and the competition with 
two railroads, it is proper to give the commutation rate. 
Hopkins is a large center with much travel to and from 
Minneapolis, so that a special line is necessary. If condi- 
tions at Glen Lake and the other points were similar, the 
residents would be entitled to commutation and have a 
right to complain. Under the present conditions we do not 
consider that the commission is authorized by law to grant 
the petition.” 

New Club House in Vancouver.—The British Columbia 
Electric Railway, Vancouver, B. C., is providing for the 
comfort and convenience of the motormen and conduc- 
tors employed on its Vancouver lines by the construc-- 
tion of a five-story club building at the corner of Main 
and Prior Streets, Vancouver, opposite the principal car- 
house of the company. The building will have a 
frontage of 25 ft. on Main Street and a depth of 60 ft. on 
Prior Street. The Prior Street frontage to the rear of the 
block is owned by the company and in the plans of the 
building arrangement is being made for the extension of 
the block should the need arise. On the first floor will be 
located the general waiting room for the men and offices 
for the depot master and inspectors. On the second floor 
will be a large billiard room. On the third floor will b 
located the reading room and lockers. The fourth ook 
will be given over entirely to lockers. The gymnasium will | 
be located on the fifth floor. Lavatory accommodations 


will be provided on each floor, The building will be o 
brick .vimmed with terra cotta, The estimated cost of 
“9 ction of the bailding amounts to between $98,000 : 
40,500, i 
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Personal Mention 


Mr. J. E. Robinson has been appointed general manager 
of the Central California Traction Company, San Francisco, 
Cal., to succeed Mr. H. A. Mitchell; resigned. 


Mr. R. B. Hamner has resigned as manager of the Sedalia 
Light & Traction Company, Sedalia, Mo., the property of 
which was taken over on Dec. 17, 1912, by the City Light & 
Traction Company. 

Mr. E, W. Pfenning has been elected secretary of the City 
Light & Traction Company, Sedalia, Mo., which has taken 
over the property of the Sedalia Light & Traction Company, 
to succeed Mr. R. B. Hamner, who was secretary and gen- 
eral manager of the latter company. 


Mr. D. F. Webster, formerly connected with the Sedalia 
Light & Traction Company, Sedalia, Mo., will remain with 
its successor, the City Light & Traction Company, as super- 
intendent of the electric and traction lines and will have 
charge of the improvements which the company intends to 
make. 


Mr. George Briggs has been appointed superintendent of 
the Rockland & Abington division of the Bay State Street 
Railway, Boston, Mass., to succeed Mr. Thomas Dorsey. 
Mr. Briggs has been employed by the company as a con- 
ductor for many years and has been frequently called to 
act as starter in various parts of the division. 


Mr. H. A. Mitchell has resigned as secretary and general 
manager of the Central California Traction Company, San 
Francisco, Cal., to become general manager of the Oakland, 
Antioch & Eastern Railway, Oakland, Cal. Mr. Mitchell 
has been connected with the Central California Traction 
Company for the last six years, first as secretary and then 
as secretary and general manager. 

Mr. M. H. Hovey has withdrawn from the signaling de- 
partment of the joint engineering staff serving the Wiscon- 
sin Railroad Commission and the Wisconsin Tax Commis- 
sion, to serve as consulting engineer for a group of inter- 
urban electric railways in Indiana in connection with the 
installation of block signals. Mr. J. N. Bidwell has been 
promoted to the position made vacant by Mr. Hovey’s 
resignation from the Wisconsin staff. © 

Mr. H. D. Frueauff, formerly of Pueblo, Col., has been ap- 
pointed general manager of the City Light ¢ Traction Com- 
pany, Sedalia, Mo., the successor to the Sedalia Light & 
Traction Company. Mr. Frueauff succeeds Mr. R. B. Ham- 
ner, who was secretary and manager of the Sedalia Light & 
Traction Company. Mr. Frueauff has bad a broad experi- 
ence in. managing gas and electric companies and he will 
have general supervision of all departments of the company. 

Mr. J. B. Stewart has resigned as general manager of the 
Elmira, Corning & Waverly Railroad, Elmira, N. Y., to be- 
come general manager of the Bangor & Aroostook Rail- 
road, Bangor, Maine. This is a new office with the Bangor 
& Aroostook Railroad and includes the duties formerly 
performed by the general superintendent, which office has 
been abolished. Mr. Stewart has long been engaged in 
railroad work. He has been connected with the West 
Shore Railroad, the Boston & Albany Railroad and the 
Erie Railroad. 

Mr. Thomas Dorsey, for many years superintendent of 
tue Rockland and Abington division of the Bay State Street 
Railway, Boston, Mass., has resigned. Mr. Dorsey started 
as a motorman on the Abington Street Railway, in which 
capacity he served for a number of years. He was next 
appointed a starter and later an assistant superintendent of 
the road. On the retirement of Mr. James P. Skehan from 
the Rockland & Abington division, to assume the superin- 
tendency of the Brockton division, Mr. Dorsey was appoint- 
ed to fill the vacancy. 

Mr. Alexander McIver has been appointed chief engi- 
neer of the Columbus Railway & Light Company, Colum- 
bus, Ohio, to succeed Mr. F. R. Brosius, resigned. Mr. 
Mclver was graduated from Johns Hopkins University in 
1895 as an electrical engineer, and soon after entered the 
employ of the Sprague Electric Company, with which he 
was connected with the railway department until 1902. 
In the latter year he entered the railway and engineering 


department of the General Electric Company at Schen- 
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ectady, N. Y., where he remained untii, July, 1906,.when,:he 
accepted the position of master mechanic of the Chicago 
& Milwaukee Electric Railway. In 1907 Mr. McIver was 
appointed superintendent of rolling stock of the New 
York (N. Y.) City Railway, and after a connection of 
eighteen months with that company he resigned to become 
electrical engineer of the Annapolis Short Line formerly 
operated by steam. 


Mr. John J. Akin, who as previously noted in the ELrEc- 
TRIC RAaILWway JOURNAL will retire as superintendent of the 
Los Angeles (Cal.) Railway Corporation on Jan. I, 1913, 
became connected with railway work in Los Angeles, Cal., 
in January, 1880, at the solicitation of Mr. C. B. Holmes, 
president of the South Side City Railway, Chicago, and his 
associates, who had secured control of the Los Angeles 
Railway. Mr. Holmes subsequently effected a merger of 
the various horse and cable railways in Los Angeles as the 
Los Angeles Cable Railway. Mr. Akin was secretary and 
treasurer and a director of this company in addition to his 
duties as superintendent, and the late Sir J. Clifton Robin- 
son, afterward manager of the London United Tramways, 
and knighted in 1905 by the late King Edward of England 
for his public service in tramway construction, was vice- 
president and general manager. The company operated for 
two years and was then thrown into the hands of a receiver. 
In 1890 Mr. M. H. Sherman and Mr. E. P. Clark secured 
franchises for an electric railway paralleling the cable lines, 
but subsequently purchased the defunct company’s property 
at foreclosure. The new company was called the Los 
Angeles Consolidated Electric Railway and Mr. Akin was 
superintendent. In 1910 the Los Angeles Railway Corpora- 
tion was formed to absorb the Los Angeles Railway, the 
narrow-gage city lines of the Pacific Electric Railway, the 
Los Angeles Interurban Railway in Los Angeles and por- 
tions of the Los Angeles & Redondo Railway and the Cali- 
fornia-Pacific Railway, with Mr. Akin again as superin- 
tendent. During Mr. Akin’s incumbency as superintendent 
he has served under five managements. Following his re- 
tirement from railroad work, Mr. Akin will devote several 
months to his private interests, and he hopes later to spend 
a year or more on the Continent. 


Mr. S. R. Inch, whose appointment as general superin- 
tendent of the Utah Power & Light Company, Salt Lake 
City, Utah, was noted in the ELecrric RAILWAy JouRNAL of 
Dec. 21, 1912, was apprenticed in accordance with the Eng- 
lish system to the Electric Supply Works, Taunton, Eng- 
land, and received his technical education at Finsbury Tech- 
nical College, London. He was for a time associated with 
the Lithanode Electric Storage Company, London, Eng., 
but in 1900 he entered the employ of the Montana Power 
Transmission Company, one of the pioneer transmission 
companies. 'Later he was associated with the Butte Electric 
& Power Company, Butte, Mont., and in 1904 accepted the 
position of manager of the Missoula Light & Power Com- 
pany, Missoula, Mont. Various extensions and consolida- 
tions have built up these properties to include the Clark- 
Missoula Power Company, Missoula Light & Water Com- 
pany and the Missoula Street Railway, and it is the manage- 
ment of these combined properties that Mr. Inch has r- 
signed in order to take the pos'‘tion of general superintend- 
ent of the Utah Power & Light Company. Missoula was 
perhaps the first town to adopt one-man prepayment cars 
exclusively, and on this account Mr. Inch was asked, as the 
originator of the Missoula car, to read a paper at the Chi- 
cago convention of the American Electric Railway Associa- 
tion last October on the subject “One-Man Prepayment Car 
Operation.” The Missoula companies with which Mr. Inch 
has been associated for the past ten years are owned by for- 
mer United States Senator W. A. Clark, New York and 
Butte. The company with which he is to become connected 
is a consolidation of a number of companies which operate 
in Utah, Idaho and Colorado, the most important of which 
is the Telluride Power Company. The combined properties 
have about 1000 miles of high-tension transmission lines, a 
plant capacity of more than 100,000 hp and have water 
power resources for the development of as much again. The 
company will also furnish power for the operation of the 
mountain section of the Denver & Rio Grande Railroad, 
plans for the electrification of which were referred to recent- 
ly in the ELecrrrc RAILWAY JOURNAL. 
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Construction News 


Construction News Notes are classified under each head- 
ing alphabetically by States. 
An asterisk (*) indicates 


ported. 


a project not previously re- 


RECENT INCORPORATIONS 

Virginia Terminal Company, Washington, D. C.—Appli- 
cation for a charter has been made by this company to 
build an electric railway in Washington, D. C. Among those 
interested are Harry A. Wardman and A. A. Thomas, of 
Washington, D. C.; J. G. Dudley, I. C. Taylor and E. °F. 
Crawford, of Virginia. 

Belt Line Railway Corporation, New York, N. Y.—Incor- 
porated in New York to take over the property of the Cen- 


tral Park, North & East River Railroad, New York. Pre- 
liminary capital stock, $200,000. Incorporators: Edward 
Cornell, president. The other incorporators include A. 


Chalmers Charles, Alfred W. Haywood, Jr., Harold Harper, 
Harry M. Haviland, Walter Haviland, Harold R. Medina, 
Andrew Macrery, Warner B. Matteson, Amos J. Peaslee 
and John B, Summerfield. 


FRANCHISES 


Birmingham, Ala—The Birmingham Raily ay, Light & 
Power Company has asked the City Commission for a 
franchise to extend its Owenton line in Birmingham to 
Tuxedo. 


Edmonton, Alta—The Edmonton Radial Railway has re- 
ceived a franchise from the Council to build a 110-mile belt 
line in Edmonton. A. J. Latornell, chief engineer. 


*Fayetteville, Ark—J. A. Connelly and W. Owens, Mus- 
kogee, Okla., have received a franchise from the Council 
to build an electric railway in Fayetteville, Ark. 


Berkeley, Cal—The San Francisco-Oakland Terminal 
Railways has asked the Railroad Commission for permis- 
sion to exercise its franchise rights to operate an electric 
railway upon Euclid Avenue and Eunice Streets, Berkeley, 
and to exercise its franchise rights granted by Alameda 
County to operate a line along Euclid Avenue, in Berkeley. 


Hartford, Conn.—The Norwich, Colchester & Hartford 
Traction Company has issued notice that it intends to peti- 
tion the next session of the General Assembly to amend its 
charter so as to extend the time of construction to Dec. 1, 
1917, to increase the capital stock from $1,000,000 to $2,000,- 
000, and to give the company the right to sell electricity 
for lighting and power in Glastonbury and Marlborough. 

Kensington, Conn.—The Connecticut Company has asked 
the Council for a franchise to extend its Berlin line from 
Upson’s Corner to the American Paper Goods factory in 
Kensington. It also requests permission to extend its 
present line near the station up to that building, which 
will make a loop from the Berlin-New Britain branch to that 
of the Berlin-Middletown line. The company will ask 
the Council for a franchise to extend its line to Nichols. 

Pocatello, Idaho.—J. D. Browning, Pocatello, and L, R. 
Martineau, Salt Lake City, Utah, have received a franchise 
from the City Council to build an electric railway through 
the eastern and western sections of Pocatello. [E. R. J., 
Nov. 2, ’12.] 

Lincoln, Il.—The Lincoln Railway & Light Company has 
received a franchise from the Council over Eighth Street 
and State Street in Lincoln. 

Terre Haute, Ind.—The Springfield & Central Illinois 
Traction Company, Springfield, has asked the Council for 
a fifty-year franchise to extend its lines through West 
Terre Haute. 

Des Moines, Ia—The Des Moines 
asked the Council for a franchise to 
Moines. 

Boston, Mass.—The 
the Council for 


City Railway has 
improve its line in Des 


West End Street 


’ Railway has asked 
a franchise to extend 


21e of its lines in 


Boston. 
Columbus, Ohio.—The railroad and viaduct committee of 
the City Council has recommended that a franchise be 


granted to the Columbus Railway & Light Company for 
the extension of the Leonard Avenue line in Columbus to 
Shepard. 
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TRACK AND ROADWAY 


Birmingham & Chattanooga Railroad, Birmingham, Ala. 
—This company has gained the backing of the Chattanooga 
Chamber of Commerce in the work which it proposes to 
undertake in Nashville. The company will build an electric 


railway from Chattanooga to Birmingham and will erect . 


or rent from the county a 46-ft. bridge over Saunder’s 
Creek entering Chattanooga. J. M. Spradin, Boaz, presi- 
dent. [E. R. J., Nov. 16, ’12.] 

Gadsden, Ala—At a recent meeting of the Gadsden 
Chamber of Commerce, at which a delegation from Center, 
Ala., was present, plans were discussed to form a company 
to secure right-of-way to build an electric railway to con- 
nect Gadsden and Center. [E. R. J., Nov. 23, ’12.] 


Arkansas Interurban Construction Company, Little Rock, 
Ark.—This company has the contract for the construction 
of a 56-mile electric railway between Little Rock and Hot 
Springs. Bids for the workywill be opened about Feb. 1 
1913. L. Garrett, Little Rock, secretary and general man- 
ager. [E. R. Ja Nov. 30, -12)] 

Northern Electric Railway, Chico, Cal.—It is stated that 
work has been begun by this company on the Market Street 
portion of the Colusa-Marysville branch. The Harlan 
Brothers have the contract for the grading. 

Pacific Electric Railway, Los Angeles, Cal.—This com- 
pany plans to double-track its line between Stanton and 
Buaro. 

Modesto (Cal.) Interurban Railway.—It is reported that 
this company has secured the necessary capital for the 
construction of its 25-mile extension from Modesto south- 
westerly to Newman. 

Peninsular Railway, San José, Cal—It is reported that 
this company plans to extend its line from Palo Alto to 
San Mateo in the near future, 

Connecticut Company, New Haven, Conn.—Plans are be- 
ing made by this company to extend its lines in Ansonia. 
Other extensions planned by this company include an ex- 
tension through Camp Street in Stamford from the com- 
pany’s terminus to the west side of the New Haven com- 
pany’s New Canaan branch; an extension in Torrington 
to the Driving Park; a line from Plainfield to Almyville; a 
series of extensions and loops at Yale field, in New Haven, 
and a line in Hamden to Pine Rock. 


Decatur, Sullivan & Mattoon Transit Company, Mattoon, 
Ill—At a recent meeting of the stockholders of this.com- 
pany it was decided to lease the railway franchises and 
property to the Springfield & Central Illinois Traction 
Company and to increase the length of its lines from 50 
miles to 115 miles. The following officers were elected: 
J. M. Clokey, Decatur, vice-president; John G. Thode, Mat- 
toon, secretary; George B. Spitler, Mount Zion, treasurer, 
and J. A. Fall, George B. Spitler, T. T. Springer, Decatur, 
and J. H. Upsendahl, Dalton City, executive committee. 
[E..Rojs) Dec. 2ueres 

Springfield & Central Illinois Traction Company, Spring- 
field, Ill—This company has awarded the contract to build 
its line from Terre Haute to East St. Louis from Springfield 
south to Pinckneyville and through Decatur east to Mar- 
shall. The line when completed will consist of three di- 
visions, the Terre Haute, Springfield and Decatur divisions. 
The Springfield division will extend from Springfield 
through Pawnee, Raymond, Butler, Hillsboro, Donnelson, 
Greenville, Beaver Creek, Carlyle and Nashville to Pinck- 
neyville. 


Evansville & Southern Indiana Traction Company, 
Princeton, Ind.—This company has entered into joint con- 


tracts with the Chicago & Eastern Illinois Road and the - 


Southern Railroad to build in Princeton an interlocking 


switch and tower which will cost $25,000. The Indiana — 


Railroad Commission has authorized the improvement. — 
Tri-City Railway & Light Company, Davenport, Ia.— 


This company has been asked to extend its Seventh Ave Crp f 


line and its Elm Street line in Rack Island. 


Keokuk, Ta .—Surveys have been completed by naan 
pany for the construction of an electric railway to c 
Keokuk, Nauvoo, Fort Madison, Carthage and Hami 
R. E. Kirk, Minneapolis, chief engineer. By 
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Hutchinson & Western Interurban Railway, Hutchinson, 
Kan.—Financial backing is being obtained by this company 
and it expects to award contracts for construction about 
Jan. 15, 1913, to build its line between Hutchinson and 
Hudson, via Huntsville, Larned and Great Bend. E. P. 
Roehr, general manager. [E. R. J., Oct. 19, ’12.] 

Louisville (Ky.) Railway.—This company will extend its 
East Market Street line along Frankfort Avenue to Penn- 
sylvania, a distance of about 1% miles, in the near future. 
The company has changed the routing of its Fourth Ave- 
nue cars at Walnut Street, turning them west on Walnut 
to Fifth, north on Fifth to Jefferson and back on Jefferson 
to Fourth Street in Louisville. 

*Pineville, Ky.—H. M. Byllesby & Company, Chicago, 
are believed to be the capitalists who have contracted with 
the Consolidated Coal Corporation to establish a power 
plant in Bell County, Ky., near Pineville, for the purpose of 
furnishing power to the extensive coal mines of that region 
and to supply the current for an electric railway to extend 
from Pineville to Middesboro. 

Berkshire Street Railway, Pittsfield, Mass.—It is an- 
nounced that the first 12 miles of the Lee-Huntington di- 
vision of this company will be opened Jan. 15. The line will 
be operated to Becket. The remaining 12 miles will not be 
completed until spring. 

Springfield (Mass.) Street Railway.—Surveys are being 
made by this company to double-track River Street in 
Springfield to Riverside Park in Agawam. 

‘Little Falls & Johnstown Railroad, Little Falls, N. Y.— 
This company has asked the Public Service Commission, 
Second District, for permission to issue its stocks and bonds 
for construction purposes. The amount has not yet been 
made public. This line will connect Little Falls, St. Johns- 
ville, Ephratah and Johnstown. J. L. Hees, 103 Park Ave- 
nue, New York, president of the Fonda, Johnstown & 
Gloversville Railroad, is president of the Little Falls & 
Johnstown Railroad. [E. R. J., Oct. 26, ’12.] 

Oneonta & Eastern Railroad, Oneonta, N. Y.—Plans are 
being made by this company to secure the necessary money 
for surveys and construction of its line to connect Oneonta 
and Cobleskill via West Davenport, Davenport Center, 
Davenport, Fergusonville, Simpsonville, Summit and Rich- 
mondville. W. D. Greenleaf, Charlotteville, president. [E. 
RS Je; Nov: 30, 712;] 

*Sterling, N. Y.—Plans are being considered by Charles 
M. Delling, Fair Haven, C. A. Lux, Lachlan Macleay, F. S. 
Welsh and Thomas Hunter to build an electric railway 
between Sterling and Fair Haven. 

*Brazil, Devil’s Lake & Minneapolis Railway, Brazil, 
N. D.—This company has been formed to build an interur- 
ban railway from Brazil through Devil’s Lake to Minne- 
apolis. J. A. Fox, Brazil, is interested, 

*Sharonville, Ohio.—Plans are to be completed in Sha- 
ronville, Ohio, in the near future for the incorporation of 
an electric railway company which will build an interurban 
line between Middletown, Sharonville, Reading and Nor- 
wood, all suburban points in the vicinity of Cincinnati. 

Ardmore, Duncan & Lawton Railway, Ardmore, Okla.— 
Preliminary arrangements have been made by this company 
to begin soon the construction of its line between Ard- 
more, Lawton and Duncan. J. L. Hamon, president. [E. 
Ree Ae... TF. o0 2,1 

Portland Railway, Light & Power Company, Portland, 
Ore.—The extension of this company’s Hawthorne Avenue 
line in Portland from its present terminus at East Sixtieth 
and Division Streets to East Seventy-fourth Street and 
Twenty-ninth Avenue is now assured, as the property own- 
ers have complied with the requirements of the company. 

*Prince Albert, Sask—Plans are being made to build an 
8-mile electric railway in Prince Albert. An estimate of the 
probable cost of the line has been submitted to the civic 
authorities by J. S. Townsend, of the Stone & Webster 
Engineering Company, Boston, placing the figure at 
$275,000. 

Knoxville Railway & Light Company, Knoxville, Tenn.— 
This company has begun the construction of its new di- 
vision along the Kingston pike to the Eastern Hospital. 
The extension is to be completed May 1. The same com- 
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pany is now constructing an extension to Vestal, Tenn., a 
few miles from Knoxville. 

Murfreesboro (Tenn.) Electric Railway.—This company, 
which plans to build an electric line between Murfreesboro, 
Nashville and Woodbury, is considering plans to extend its 
line to Huntsville. J. L. Parks, Murfreesboro, is interested. 
[E-R-)., Dec: 14, *r2:] 

Nashville-Gallatin Railway, Nashville, Tenn.—This com- 
pany has practically completed its line between Nashville 
and Gallatin and will soon place it in operation. 

Austin, Tex.—Plans are being made to begin at once to 
survey for the proposed interurban line between Austin 
and Lockhart. Among those interested are Walter J. 
nls and James Weed, Beaumont. [E. R. J., Dec. 7, 
£2) 

Bryan & College Interurban Railway, Bryan, Tex.—This 
company plans to build an extension into the Brazos sec- 
tion. The company will operate gasoline-electric cars over 
this route. 

Southern Traction Company, Dallas, Tex.—This company 
has awarded a contract to the Fred A. Jones Company, 
Dallas, to construct the section of its line from Dallas to 
Waco, and from Dallas to Corsicana, a total distance of 
134 miles. 


Dallas (Tex.) Street Railway.—Work has been begun 
by this company on its Highland Park line in Dallas. 

Gainesville, Tex.—T. F. Mackmiller, Gainesville, has re- 
ceived from the District Court the title to the roadbed, 
franchises and right-of-way for the few miles of roadbed 
built by the Sherman & Gainesville Interurban Railway 
two years ago. This is part of a plan to build an electric 
railway to connect Whitesboro, Sherman and Gainesville. 
[Hae as@ Chacra ts || 

Texas Traction Company, Dallas, Tex.—This company’s 
main line is being rebuilt from the city limits on Mirick 
Avenue to Main Street, by the Standard Construction Com- 
pany, Dallas, preparatory to paving the right-of-way. It is 
the intention of the company to place the ties and rails in 
solid concrete. 

Richmond & Henrico Railway, Richmond, Va.—Plans are 
being made by this company to extend its lines into the 
East End and West End of Richmond. 

Tacoma Railway & Power Company, Tacoma, Wash.— 
An entire new set of cable equipment for the Eleventh 
Street line will be installed within the next two months by 
this company. 


SHOPS AND BUILDINGS 

Terminal Railroad Association, St. Louis, Mo.—This asso- 
ciation is preparing plans and specifications for a terminal 
passenger station to be situated at the west, or St. Louis, end 
of the Eads Bridge. When complete this station will be 
used by the electric lines entering St. Louis by way of the 
bridge. 

Citizens’ Traction Company, Oil City, Pa.—Plans are be- 
ing considered by this company to build a depot in 
Franklin. 

Provo & Salt Lake Railway, Salt Lake City, Utah—Plans 
are being considered by this company to build its depet 
on First West Street in Salt Lake City. 


POWER HOUSES AND SUBSTATIONS 


Birmingham, Ensley & Bessemer Railroad, Birmingham, 
Ala.—This company has ordered from the General Electric 
Company substation equipment consisting of two 500-kw 
rotary converters and six 165-kva transformers and switch- 
boards. 

Louisiana Power & Traction Company, Lafayette, La.— 
This company has just purchased a to-acre tract of land 
on the northern limits of Lafayette on which it intends to 
build a new power plant in the near future. E. E. Shack- 
ford, general manager. 

United Railways, St. Louis, Mo.—This company has or- 
dered new apparatus for its substations from the General 
Electric Company comprising seven 2000-kw rotary con- 
verters, fourteen transformers consisting of eight of 2200- 
kva, five of 1500-kva, and one of 1100-kva capacity and 
switchboards, 
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Manufactures and Supplies 


ROLLING STOCK 


Louisville (Ky.) Railway has purchased a specially de- 
signed and constructed sweeper from the Cincinnati Car 
& Foundry Company. 

Port Huron & Northern Railway, Port Huron, Mich., has 
ordered two 70-ft. gasoline motor cars from the McKeen 
Motor Car Company. 

Minneapolis, St. Paul, Rochester & Dubuque Railway, 
Minneapolis, Minn., has ordered seven 48-ft. 6-in. steel trail 
cars from the Wason Manufacturing Company. 

Chillicothe Electric Railway, Light & Power Company, 
Chillicothe, Ohio, has ordered from the G. C. Kuhlman Car 
Company two 25-ft. 4-in. closed cars mounted on Brill 39-E 
trucks. 

Michigan United Traction Company, Jackson, Mich., has 
ordered from the St. Louis Car Company ten 28-ft. closed 
single-end motor cars.. Specifications call for steel under- 
frames, steel side girder plates, arched roof and mahogany 
interior finish. 


TRADE NOTES 


Federal Sign System (Electric), Chicago, Ill, has moved 
its main office to 640 West Lake Street, Chicago. 


Hess & Son, Philadelphia, Pa., announce that after Jan. 1, 
1913, their offices and salesroom will be located in the 
Watkins Building, at 1031 Chestnut Street, Philadelphia. 


W. M. Vandersluis, formerly sales engineer of the Union 
Switch & Signal Company, Swissvale, Pa., with office in 
Chicago, has been appointed signal engineer of the Illinois 
Central Railroad. 


Pittsburgh Railways Equipment Company, Pittsburgh, 
Pa., has been chartered with a capital stock of $10,000. The 
incorporators are Franklin T. Reese, B. V. Burke and J. J. 
Duer, of Pittsburgh. 


Railway Switch & Equipment Company, Chicago, IIl., has 
been incorporated with a capital stock of $2,500 to manufac- 
ture and deal in machinery. The incorporators are Frank 
L. Childs, Daniel V. Harkin and G, S. Wellington. 

Brown-Lewis Railway Supply Company, Chicago, IIl., 
has been incorporated with a capital stock of $2,500 to manu- 
facture and deal in motor, tractor and trailer trucks and all- 


steel’ products. The incorporators are Frank T.. Murray, 
Charles W. Paltzer and Frank S. Righeimer. 


Automatic Ventilator Company, New York, N. Y., an- 
notnces that H. E. Lavelle, who was formerly with the 
Standard Paint Company, will be its selling and mechani- 
cali:represéntative in the Middle Western States shortly 
after) the first of the year. Mr. Lavelle will make his head- 
quarters in Indianapolis. 

Railway Safety Devices Company, Muncie, Ind., has been 
incorporated in Indiana with a capital stock of $25,000 to 
manufacture and sell derailers, automatic switchlocks and 
other safety devices, applicable to steam and electric rail- 
roads. The factory and office of the new company will be 
located in Muncie, Ind. The directors are Bernard B. 
Shively, Martin C. Shoderbeck, William Leaply and William 

. Carroll. 


‘Warnatié Waring Company, Philadelphia, Pa., has removed 
its plant to Chestnut Hill, Philadelphia, having assumed 
management of the factory and sales of the Nelson Valve 
Company. The identities of both companies will be main- 
tained as before. The management of the Yarnall-W aring 
Company remains unchanged, but the personnel of the Nel- 
son Valve Company is changed by the following appoint- 
ments: D. Robert Yarnall has been elected 
dent and general manager, and Bernard G. 
vice-president and manager of sales. 


General Electric Company, Schenectady, N. Y., has re- 
ceived the following orders for rolling stock equipment: 


as vVice-presi- 
Waring as 


Nashville Railway & Light Company, Nashville, Tenn 

twelve GE-88 4o-hp double-end two-m: ta eubiaenes 
United Railroads, San Francisco, Cal., sixty-five GE-216 
50-hp four-motor equipments; Birmingham. I’nsicy & Pes. 
semer Railroad, Birmingham, Ala., fifteen @¥-216 50-hp 


Ul 


ELECTRIC RAILWAY JOURNAL 


(Vote No. 253 


four-motor equipments; Virginia Railway & Power Com- 
pany, Richmond, Va., twenty-two Sprague General Electric. 
type MK control equiomen Washington Railway & Elec- 
tric Company, Washington, D. C., forty GE-200 38-hp four- 
motor equipments; New York Central & Hudson River 
Railroad, New York, N. Y., fifty-five GE-69 200-hp two- * 
motor equipments. These will be installed on local cars 
operating on the electrified section of the road out of New } 


York, and thirty of the equipments will be employes for 
converting trail cars into motor cars. ; 

William P. Bonbright & Company, New York, N. Y., in- 
vestment bankers, have filed articles of incorporation at + 
Albany under the name of William P. Bonbright & Com- i 
pany, Incorporated. The capital of the new company will { 
be $5,500,000 in 7 per cent preferred stock and 100,000 shares ‘ 


of common stock without par value, none of which has been 


offered for public subscription. The firm of William P. fe 
Bonbright & Company was established in 1895 and in the Pi 
last ten years has specialized in electrical developments and x 


securities. The members of the present firm of Bonbright 
& Company will be the officers of the new company. The part- 
ners are William P, Bonbright, Irving W. Bonbright, Will- 
iam F. Fisher, Frederic C. Walcott, Starling W. Childs, = 
Frederick W. Stehr, George R. Buckman, the Right Hon. 
Albert Lord Fairfax, Orlando B. Willcox, and G. C. Cas- 
sells. The new company will take over the business on 
any 

H. M. Byllesby & Company, Chicago, IIll., has elected 
three new vice-presidents, General George H. Harries, 
Elmer Dover and W. P. Johnson. General Harries has 
been associated with H. M. Byllesby & Company for more 
than a year, at first in connection with the Louisville (Ky.) 
situation, and recently also in Minnesota, with general su- 
pervision over the Consumers’ Power Company. Elmer 
Dover has been with the company for about three years, at 
the present time being president and manager of the Ta- 
coma Gas Company and having general charge of the fol- 
lowing Pacific Coast properties: Western States Gas & 
Electric Company, Stockton, Eureka and Richmond, Cal.; 
Tacoma Gas Company, Tacoma, Wash.; Everett Gas Com- 
pany, Everett, Wash.; Oregon Power Company, Eugene, 
Marshfield, Dallas and Albany, Ore., and the Norttern 
Idaho & Montana Power Company, Kalispell, Mont., and 
Sandpoint, Idaho. W. P. Johnson recently joined H. M. 
Byllesby & Company in the capacity of New York repre- 
sentative, having charge of the New York office. Mr. John- 
son had previously been the European representative of 
the International Harvester Company. 


ADVERTISING LITERATURE — 


Westinghouse Machine Company, East Pittsburgh, Pa., 
has issued Circular W. M. 507, in which Westinghouse small 
turbine-driven outfits are fully described and illustrated. 


Arthur S. Partridge, St. Louis, Mo., has issued Bulletin 
No. 42 for December, which contains a list of second-hand > 
electric and steam machinery which the company has on 
hand for immediate shipment. - i 

Stone & Webster Engineering Corporation, Boston, ane 
has printed in booklet form a description of the Galveston- 
Houston Interurban Railway, which operates a 50-mile in-— 
terurban railway between Galveston and Houston, Tex. Ye 
This line was built by the Stone & Webster Engineerin 
Corporation. The article is illustrated with many specs 
views, . 

Trussed Concrete Steel Company, Detroit, Mich., has 
sued the second. edition of the Trus-Con complete 
book on waterproofings, damp- proofings and technical 
‘This book is a complete revision of the previous edi ; 
and contains many important additi i : 
A number of new specifications | treat special 
Many illustrations of important installations 
tions have been added. The subject matter 

ate rproofing paste concentrate 
cont ains comparative absorph’ 
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” UIC YANO INTERURBAN CORS AND TRUCKS 


The Advance Guard On The 
Snow Line 


is likely to be called into action any minute now and will find you 
prepared if your equipment of Brill Track Scrapers is complete. 
They save bringing out sweepers for light snows, save traction during 
heavy storms and are indispensable on suburban lines to keep the 
rails clear between trips of the sweeper. Brill Track Scrapers are 
distinguished by three important features. Their elastic arms 
allow the blades to spring over crossings and obstructions. Their 
diagonal cross-braces give rigidity and strength where it is needed 
and prevent breaking. Their removable shoes receive all the wear 
and are easily replaced at slight expense. The Brill Track Scrap- 
er can be installed under platforms of any height without blocking 
or cutting timbers. A handle draws the blades up to any height 
and a kick on the trigger drops them to the track instantly. 


If your equipment is incomplete, we are ready to work night and 
day if necessary to supply your needs in a hurry. 


All we need to know is gage of track and the number of scrapers 
you need. Extra blades and shoes always in stock. 
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One 1500 kw and two 2000 kw G-E Commutating Pole Rotaries on test. 


The G-E Test Man Will Tell You 
What G-E Rotary Converters Can Do. 


He knows that it is a daily occurrence to place one of these 
large rotaries under the standard guarantee test: 

150% load for two hours; 200% momentary overload, 
And that the machines invariably operate perfectly on these loads. 

Special machines for extra heavy service are guaranteed as 
follows: 


150% load for two hours; 200% load for half an hour; 300% 
momentary overload. 

Substation operators all over the country know that these 
guarantees are made on a conservative basis too. Twenty of the 
2000 KW commutating pole rotaries have been sold since the General 
Electric Company introduced this type over two years ago and many 
stations are now carrying enormous peakloads without starting 
extra machines—simply because the G-E guaranteed operation is a 
workable rating for every day service. 


General Electric Company | 


Atlanta, Ga. Chicago, Ill. Largest Electrical Manufacturer in the World Nashville, Tenn. Salt Lake City, Utah 
Baltimore, Md. Cincinnati, Ohio New Haven, Conn. San Francisco, Cal. 


Bienteghan; Ala. Cr eaes, Dhio General Office; Schenectady, N. Y. New Orleans, Tas t. on 
Boise, Idaho olumbus, io 7 : ¥ 4 'Y. ' Et N. Y. 
Boston, Mass. Davenport, Iowa ADDRESS NEAREST OFFIGE Meatuiie cae, penta oy ia 
Heri a payion, oe ¢ Pittsburg, Pa. Spoka : Wash. 
utte, Mont. enver, Colo, + ansas City, Mo. EN Pe : : x 1d : 
Charleston, W. Va. Detroit, Mich. (Office of Keokuk, Iowa (4. Tee ene Pesyiieniay I, ped N.Y. 
Charlotte, N. C. Erie, Pa. _ Agent) Knoxville, Tenn, JO) Milwaukee, Wis. | Richmond, Va. Toledo, Ohio 
Chattanooga, Tenn. Indianapolis, Ind. Los Angeles, Cal. Minneapolis, Minn. Rochester, N, Y. Yo wn, Ohio 


For Texas and Oklahoma business refer to General Electric Company of Texas;—Dallas, El Paso, Houston and Oklahoma City 
For Canadian business refer to Canadian Genera! Electric Coinpany, b Tore: neg ity ke 
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